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CoLBurn. 
nam 








PRINCIPAL CONTENTS. 


Wee MONE. SFO ok 
Indianapolis and Cincinnati Railroad......... 
Motive power on the NewYork and New Haven 





OS Rr eee -- .821 
Reports of the Departments.... .... .... eee 822 
Buffalo and Brantford Railroad............. 824 
Stock ard Money Market........ 2... 00 825 
ee ee ee eT 
Way and through Earnings compared........ 827 


PRIVEE MOMMCUGEIN cone 05 wads <tleg sc.cece cece 
Jourual of Railroad Law........ 








American Railroad Journal. 


PuBLisHED BY J, H. SCHULTZ & CO., No. 9 Spruos sr. 








Saturday, December 24, 1853. 


ENTERED according to Act of Congress, in the year 1853, by 
Epwin F. JoHNsoy, in the Clerk’s Office of the Distrrct Court 
of Connecticut. 


* Railroad to the Pacific--Northern Route, 
Ils General Character, Relative Merits, etc. 
By Epwin F. Jonnson, C. E. 

(Continued from Page 805.) 

GENERAL REMARKS. 

In consequence of the imperfection of the data 
from which the elevations of all that portion of 
the proposed Northern route lying between the 
Hauteurs des terres of the Mississippi and the Col- 
umbia were obtained, it would be singular if they 
should not be found somewhat at variance with 
the results which will ere long be furnished by 
the surveys now in progress. 

By far the greater part of the.portion of the 
route which is thus uncertain, is situated in the 
immediate vicinity of the Upper Missouri and 
Clark rivers. Any error which may be found in 
the estimated elevations of this portion, cannot, 
it is conceived, be so great as to affect apprecia- 
bly the general character of the route. 

In forming an opinion of the ascent of the Mis- 
souri valley from Fort Pierre, and of the elevation 
of the main summit, reliance is necessarily placed 
mainly upon information derived from the journal 
of Lewis and Clark, This journal was not pub- 
lished until after the death of the former; and did 





not receive from him the corrections and amend- 
ments which would probably have been made on 
a final revision for the press. It is, nevertheless, 
written with a great degree of particularity, as 
will be evident from the extracts made, and 
carries with it internal evidence of truthfulness 
rarely met with in productions of a like charac- 
ter. 

The Journal was published with an introduc- 
tion from the pen of President Jefferson, whose 
private secretary Capt. Lewis had been. He says 
of Capt. Lewis, that he was a man “ habituated to 
exact observation, honest, disinterested, liberal, of 
sound understanding, and a fidelity to truth so 
scrupulous that whatever he should report would 
be as certain as if seen by ourselves.” 

The justice of this flattering testimonial is con- 
firmed by M. Nicolet, who alludes to the “ truth, 
accuracy, and coinciseness” of the descriptions 
contained in the Journal; descriptions which in 
his “judgment and experience will serve for com- 
parisons useful to geography. They will even 
come, hereafter, to be useful for the physical his- 
tory of the mighty Missouri, the effects of which 
in the valley it passes through, serve as a stand- 
ard in investigating the regime of larger rivers and 
in perfecting the hydrographic theory of their 
flow. 

The correctness of the elevation of the Missouri 
river at the head of the Falls, where it approach- 
es near to the main summit, depends very materi- 
ally upon the accuracy of the barometrical meas- 
urement of M. Nicolet at Fort Pierre. Such 
measurements, when made’with suitable instru- 
ments by competent observers, can usually be re- 
lied upon as near approximations to the truth. 
The very high reputation of M. Nicolet is a guar- 
antee of the greatest value in respect to the cor- 
rectness of the measurement in question. 

From Medicine river to Clarks river, including 
the passage of the main summit of the Rocky 
Mountains, the assumed elevations are not as re- 
liable as on other parts of the route, particularly 
in respect to the elevation of the main summit, 
which is estimated to be 5000 feet above the level 
ofthesea.* The evidence upon which this opinion is 








*A communication from Gov. Stevens, received 
since the publication of the number containing the 


based, will permit of a lower estimate even than 
that, while the actual elevation may be greater, 
but it is believed that it cannot be so much great- 
er as to impair materially the correctness of the 
conclusions arrived at, in regard to the general 
character of the Northern route as compared with 
others. 

The actual elevation of this summit, whether it 
be a thousand feet more or less in height, is not of 
so much importance in the comparison as its feasi- 
bility at all seasons, particularly for the purpose 
of a railroad; a fact which must be considered as 
fully demonstrated, and which the explorations 
now being made will undounbtedly fully con- 
firm. 

The estimated elevation of this main summit is 
more than 3000 feet less than that of the highest 
or Bear Mountain summit on the emigrant route 
to Oregon by the South Pass, as measured by Col. 
Fremont; and is 2500 feet less than that of the 
South Pass, or of any other practicable summit 
probably north of the latitude of the Gila. This 
very moderate elevation of the main Rocky Moun- 
tain range at the sources of the Missouri is cer- 
tainly remarkable, and would not be believed if 
the evidence in its favor was not very strong and 
conclusive. 

In respect to the estimate of distances upon the 
several routes, the object has been to exhibit 
their relative, rather than their absolute lengths. 

The mode adopted for doing this by ascertain- 
jing the direct distance upon each, and adding 
hervege such a percentage as seemed proper in 
each case,is believed to be the best that could 











and published in the Washington Union of Nov. 
|23, has the following in relation to this summit: 

“Lieut. Saxton reports Badots Pass to be some 
2500 feet lower thanthe South Pass.” The latter, 
by Col. Fremonts-second measurement, which*he 
deemed the most accurate, is 7490 feet above the 
level of the sea, making Badots, (Lewis Pass ?) 
4990 feet above the same level, differing very little 
indeed from the estimate as previously made from 
such data as could be obtained prior to the execu- 
tion of the surveys. ; 

It may be well to state here that the two com- 
munications received from Gov. Stevens from 
Fort’ Union’ and Fort Benton, filly confirm the 
statements made in previous numbers’as to the 
favorable character of the country and the faeili- 





above estimate, dated Fort Benton, Sept. 17, 1863, 
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ties it offers for the construction of the proposed 
railroad i 
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have been pursued. The amount of that percent 
age for the Northern route was intended to 
more liberal than upon the others, considering its}: 
character. -It is-probably too small “upon all of 
the routes, but as the results are greater upon the 
more southerly routes than has usually been given 
by their advocates; and <as: the inain-object is to 
know nearly their relative lengths, whether the 
percentage is tuo little or too*great is not of so 
much consequence. 

The distances obtained by the surveys now y in 
progress, will exceed, probably, the actual dis- 


tances when the latter come to be known. ‘This 


follows from the mode of making the measure- 
ments with the odometer, and also from the indi- 
rectness of the lines measured. The same plan, 
however, being pursued upon all of the routes, 
their relative lengths will doubtless be obtained 
with a sufficient degree of accuracy. 

The point which will be the most difficult of at- 
tainment, is an estimate which shall be satisfacto- 
ry of the cost of constructing and operating the 
roads upon the several routes, Upon the North- 
ern route, as already explained, the data for such 
an estimate are much more certain and reliable 
than upon either of the other routes. 

Those who are at all conversant with such sub- 
jects will not consider the estimate $100,000,000 
for that route, including the branch to Lake Supe- 
rior, as too high. The cost upon the other routes 
must greatly exceed this, and so much exceed it, 
if the estimates are justly and properly made, that 
when their inferiority in other respects is consid- 
ered, although undertaken for that object, 
the mbst of them will be abandoned as through 
routes to the Pacific, until such time as the inter- 
ests.or necessities of the country shall justify the 
putting so large an amonnt of the capital of the 
country into more than one route. 

’ In the practical execution of a work of so great 
magnitude there will necessarily be obstacles and 
difficulties of a serious nature to be overcome, 
"even upon the route which is the most favorable. 
Upon the Northern route these will be much less 
formidable than npon either of the others, and if 
the spare capital of the country can be concentra- 
ted upon it, may be accomplished in a short 
time without injuriously affecting its financial con- 
dition. 

It will be well if but one route is attempted at 
first, and that the best one; the others to be ac- 
complished hereafter as occasion shall arise for 
their use. The country has no capital to waste 
upon unproductive schemes and none to bestow 
upon those which do not promise the most benefi- 
.. Gal results. A project which requires so great an 
amount of human labor for its execution, and 
which must involve the fortunes of so many, should 
not be entered upon without a most thorough and 
careful investigation into its merits. 

Tie Northern route can, with such aid as may 
with propriety be granted by the general govern- 
ment, besides costing less, be built in less time 
than any other route, owing to the superior facili- 
ties it possesses for the purpose. 

From the west line of Wisconsin to the Pacific 
the distance as estimated is 1600 miles, This is 
not a gteater number of miles of railroad than has 
been in progress in the single State of Iilinois 
within the last three years. There is nothing 
therefore in the magnitude of the undertaking 


which should be urged a8 a reason for not at- 


be tempting it at the present time. 


Owing'to the unsettled: condition oftiiast of the 
}country. through which 4t. will pass, dnd the diffi- 
culty of access; the progress of the work will nec- 
essarily be slow, and if commenced, at once can- 
not be completed before the’ entire road will be abs 
solutely needed ‘to meet the wants of the govern- 
ment and of the people. 


and which is nécessary to accomplish tbe swork, 
will consist probably in a grant of lands, similar to 


of railroads in Illinois and other States. 

These. grants, thus far, have been made to the 
States, and by theth given to the companies build- 
ing the roads. They embrace every alternate sec- 
tion for six miles in width along the line of the 
roads, and where the land is occupied or has been 
entered within that distance, the privilege is given 
of making up the given amount by taking land 
within a distance not exceeding fifteen miles from 
the lines of the roads. 

In respect to the portion ofthe Northern route 
to the Pacific lying in Wisconsin, a grant of this 
description will enable the company holding the 
charter in that State to carry the line rapidly on to 
the western boundary of the State. West of Wis- 
consin through Minnesota and the country west to 
the Pacific a belt of land of greater width will be 
required, 

Throughout all this portion, it is perhaps need- 
less to say that a grant of lands to be adequate 
for the purpose must be very liberal in amount. 
However well adapted the country may be for 
settlement and improvement between the Haut 
terres of Minnesota and the mountains, it cannot 
be denied that the prevailing impressions in respect 
to it are not the most favorable. These must be 
removed. Much of the surface near the line 
of: the road may be found of inferior character, 
and in the mountain portion particularly may be 
entirely unsuited for cultivation or improvement 
in any way. This being the case, the company to 
induce an early settlement must make liberal dona- 
tions to actual settlers. 

It-is easy to perceive, therefore, that the grant 

from the government must be a liberal one, to en- 
able the company or companies that may be the 
recipient of it, to accomplish the great object in 
view within the time required by the wants of the 
country in regard toit. With such a grant a 
railroad can be built on the Northern route to the 
Pacific and maintained until such time as the bu- 
siness upon it shall become sufficient for the pur- 
pose. It is a question worthy of the most serious 
consideration of all concerned, whether a like re- 
sult can be attained on any of the more southerly 
routes, 
This doubt is not expressed from any feelings 
of sectional jealousy or hostility to either of those 
routes, but from a firm conviction that there are 
physical difficulties and obstacles to be encounter- 
ed upon them of a magnitude transcending great- 
ly any estimate that has been hitherto put upon 
them by their respective friends and advoca- 
tes. 

As a preliminary step to the construction of 
the Northern railroad -to the Pacific tbat 
‘route should, without delay, be opened for use by 
the government to emigrants going to Washington 
and Oregon. 4 comparatively small expenditure 





- The aid. which is anticipated from government,| 


the grants already made in aid of the construction, 
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will render this the very best inland route, not 
only to those territories but to California. ‘A good 
Wagon toad shonld atonce be formed from the 
Falls of the Missouri: to: Clarks river. Another 
from St. Ignatius on the latter river to the Cha- 
diere Fallsonthe Columbia. With these improve- 
ments, embracing perhaps: three hundred miles in 
all, a way will be opened the entire distance from 
the Mississippi to the Dalles of the Columbia, on 

he most.of which at the proper season there ex- 
istsia very good navigation, forming the cheapest 
and very best route for emigrants to pursue. 

This route once properly opened and protected 
by the government, would immediately be occupi- 
ed for travel, settlements would be made upon it, 
the vallies of the Upper Missouri and Clarks river 
would soon be dotted with towns and villages, 
and the way would thus be paved for the easy and 
successful construction of the railread. 

On the subject of the revenue to be derived 
from the road no remarks have been made. The 
railway system has been in operation long enough 
to afford ample evidence of the productivenes of 
all lines connecting important business points. 
Those which are entitled to be ranked as main 
lines, connecting the great centers of population 
and business, are without exception, wherever 
they are under good management, yielding large 
profits to their owners and under the growing cons 
dition ot the country must prove more profitable 
for the future than they have been for the past. 

The proposed road to the Pacific will occupy no 
inferior or secondary place in the great system 
which is gradually spreading over all of the habi- 
table portions of the continent. Occupying, as it 
will, the very best ground for an inland route be- 
tween the two oceans, it must, if well and proper- 
ly built and managed, transact an immense busi- 
ness, and under the aid contemplated from Gov- 
ernment will, in time, yield large returns to its 
owners. Returns which will eventually abundant- 
ly repay those who may be induced to invest their 
means in its construction. However great a thor- 
oughfare it may eventually prove, its friends muat 
not be too sanguine or anticipate too soon that 
which it will require time to mature and accom- 
plish. It is important to its security and success 
that there should bea population of certain amount 
collected in its vicinity. Some years must neces- 
sarily be occupied in its construction, and the 
commerce and travel of this continent and of the 
world must have time to adapt-itself to this new 
channel of communication. 

Notwithstanding the very favorable character of 
the Northern route, as exhibited in the preceding 
pages, it is perhaps not surprising that it has not 
hitherto received the attention which it deserves. 
The Journal of Lewis and Clark, with the excep- 
tion of an abridged edition for the “Family Libra- 
ry,” has never been republished. The lapse of 40 
years has served to obliterate the impressions at 
first produced, and many without due discrimina- 
tion may have risen from its perusal supposing 
that the trials encountered, by them in the snows 
were experienced if not in passing the main range 
of the Rocky mountains, atsome other place which 
could not be avoided. 

It is known to the writer that at least one author 
of note has fallen into this error. 

These considerations combined with the recent 
events of the Mexican war, the discovery of gold 
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in California, and the inland trade which has for 
some time been carried on with New Mexico, has 


estimating by the ‘shortest — route from 
New York to Chicago.—At the mean rate of 80 





served to direct public attention to the practica-|miles an hour, it will occupy four days continuous 
bility of reaching the Pacific by a more southern|travelling, to pass from Ocean to Ocean.—At 50 
route, to the almost total neglect of the one which|miles and upwards per hour, which is not an un- 


it is believed will eventually prove to be the best, 


reasonable speed for a fast train on the broad 


and, (it may be said with truth) the only one which |gauge and allowing 14 hours for detentions, it will 
offers a reasonable prospect of success. The prin-|be only three days from Ocean to Ocean. Sup- 
cipal objection which can be raised against it is|posing 306 miles per day, for Ocean Steamers, a 
the character of the climate from its northern po-|distance which vessels of that description are now 
sition and its nearness to the national boundary, ob-|capable of performing, and the time required to 
jections which so far as they relate to the climateand |pass from New York city to China will not exceed 
obstructions from snows hare been, it is believed|23 days and twenty days only to Jeddo, the capi- 
satisfactorily removed; and so far as they relate tojtal of Japan. 


itsnearness to the national boundary are entitled to 


A communication of this character must pro- 


no weight, so long as the road connects ‘in the best|duce a very great change in the commercial rela- 
manner the eastern and western portions of the|tions of the countries that are thus brought so 
Union, and is in the best position for accommoda-|near to each other, and this change will be the 


ting the Asiatic trade. 


greater for the reason that there now exists a very 


This nearness to the British possessions when| Wide difference in the productions of each, and in 
rightly viewed becomes a favorable feature rather|the value of labor and of property. It will give 
than otherwise, and may be fraught with much|a new and powerful impulse to commerce, the 
mutual benefit to the two great nations whose ter-| immigration from Europe will be increased, and 
ritories, spanning the continent. are contiguous for| Asia will contribute to swell the population on the 


80 many hundreds of miles. 


North ofthe Great| Pacific; andthe natives of that hitherto far-off 
Lakes, and of the latitude of 49° to the Pacific, 


land, may perhaps in a few years be found in no in- 


the.country, although it may be practicable for a|considerable numbers cultivating the cotton and 
railway, can give but a limited support compara-|rice-fields of the tropical portions of America. 


tively tosuch an improvement, and the road itself, 
should one bejconstructed, would be forced to oc-| taken in 
cupy ground much less favorable for the cheap 
construction and efficient operation of such an 
improvement, than is found upon the proposed/'1810 “ ” ” 
Northern route within the limits of the U. States. 
A railway communication across the continent 1830 ee fa 
is necessary to Great Britan as a means of access pose 
to her Canadian possessions, and in reference also 
to,the great interest she now has and must con-|Increase.. 
tinue to have in the commerce of the Pacific, and, 
as if fully conscious of this necessity, she is now 


When the first census of the United States was 


Ratio of in- 
crease per cent. 
1790, the population was 3,924,544— 

1800, . “ 5 305, 941—35.1 
q 228 889—36. 1 
1820 “ “ ey 9,643,211—33.4 
“ 12,867,511—33.4 
“ 17,064,688—32.6 
23,351 ,207—36.8 


Th -. 84.57 
By chia statement it appears that the mean de- 
cennial increase in the population for 60 years is 


1850 “ i 





busily occupied in constructing lines of railway! 34 57.100 per cent and that tbis increase has been 
along the valley of the St. Lawrence, and from| very regular, the ratio at the several periods when 
the borders of Canada and Maine through New/the enumeration was made not differing at any 
Brunswick, to such point as will make the navi-|any time from this more than 24 per cent., the 
gable distance across the Atlantic the least pos-|greatest increase being 36 8.10 per cent from 


sible. 


These improvements will serve to increase the 


1840 to 1850. 
Assuming this mean rate of increase to con- 


tide of immigration, which is now very great,caus-|tinue for the next thirty years and the population 


ing it to move westward with accumulated force, 


will then be 57 millions, and for fifty years it will 


in the direction of the Great Lakes, and of the| be over 100 millions.—It will not be proper per- 
most favorable opening through the mountains to| haps to assume so great an increase for so long a 


the Pacific. 


period as the last. Immigration from Europe 


The United States have probably a deeper in-| which has furnished a large portion of the decen- 
terest in these changes and improvements than the| nial increment must diminish whenever labor shall 
people of England or those of any other country|receive the same reward there as here, and the po- 


in the world. 


No other ceuntry is so well situated |litical institutions of that portion of the world 


as the United States for drawing wealth from the|are made to conform theoretically and practical- 
two great Oceans which encircle the Globe, and|ly as near to, the Christian standard as our 


for carrying on a profitable intercourse with the| Own. 


This falling off in the immigration from 


civilized and industrial nations that are seated on|the East, which must in time take place, will 
their shores, and none where the people as a mass|probably be compensated for by accessions from 


are so intelligent, and where the encouragement to|the West. 


So that for 30 years at least it may 


industry and enterprise, derived from just laws, is|"easonably be supposed that the rate of increase 


RO great. 


hitherto maintained will continue, and that it will 


Holding this position, the command of the best|Lot be greatly diminished until some time after 


Toute across the continent is of the utmost impor 


tance, and it is of equal importance that it should 


.| that period. 
From what is known of the capabilities of the 


terminate at the most eligible point on the Paci-|several portions of the territory now embraced 
fic. Both of these conditions are answered by the] within the limits of the United States to sustain a 
Northern route. The distance by it from New|given. population, combined with the attractions 
York city to the Straits of De Fuca is 2,000 miles,|they effer for improvement and settlement, it is 








not difficult to see where the larger portion of the 
80 or 40 millions of increase in that period will be 
located.—West of the Rocky mountains the bulk 
of the population will be found north of the Bay 
of San Francisco, in Northern California, Oregon 
and Washington. 

East of the mountains,—it will be found mostly 
in the northern and middle States, and in that vast 
and fertile region, stretching northward and west- 
ward frem the mouth of the Ohio, the entire dis- 
tance to the Lakes and the mountains, covering 
the whole extent of the Missouri valley. 

In 1790 when the first census was taken, the 
centre of population of the United States, was not 
far from the head of Chesapeake Bay. The po- 
pulation East and West and North and South of 
that point, was at that time the same. The sub- 
equent increase has caused this central point to 
move westward and northward, until it reached 
Pittsburgin Pennsylvania. Fromthenceits path has 
incline a little to the south and at the last census 
its location was not far from Steubenville in Ohio. 

It is quite evident from an inspection of the 
map that its course henceforth will, for a time, be 
nearly due west, after which it will incline rather 
to the north, passing nearer to Chicago than to 
St, Louis, and may ultimately be found in the 
vicinity of the Mississippi, beyond which it is not 
probable it will ever pass. 

The line thus described marks the westward 
movement of the population in respect to numbers 
solely. A similar line drawn so as to represent 
not only the population numerically, but the ca- 
pacity of the several portions to produce ex- 
changeable wealth would lie still farther to the 
North. The productiveness. of the Eastern and 
Northern States is vastly increased relatively by 
the greater amount of steam and hydraulic power 
and greater number of labor saving machines in 
use in the arts, whether operating on the land or 
on the water. This condition of things gives to 
that portion of the Union an importance com- 
mercially, far beyond what is due to any numerica 
estimate of the population. 

It will be seen from the above that whether we 
view the proposed Northern route for the Pacific 
railroad in respect to the region through which it pas- 
ses near its two extremities or midway between the 
latter, throughout its entire length, it occupies the 
best position for accommodating the great mass of 
the population of the Union both at the present 
time and for an indefinite period after it shall be 
completed and in operation. 

In a commercial view in tracing the path of the 
centre of population of the United States it would 
have been proper to have included that of the 
British Possessions adjacent. This would have 
carried it still farther to the North passing 
ultimately nearer the Southern extremity of Lake 
Michigan and making more eviden: the superiori- 
ty in position of the Northern route. 

The Canadas are now advancing rapidly in 
population and wealth. English capital is being 
freely expended in carrying out a system of inter- 
nal improvements and extending the advantages 
of improved communications to all the settled por- 
tions of the country. 

Owing to the great diversity in the productions 
of the two, the commercial relations between. the 
‘Ganadasand the States must be constantly growing 
stronger, until their interests shall be so identified 
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aided by a common language and the attractions 
of a free government, as not to be separated by 
any transatlantic influence. Great Britain profit- 
ing by past expericnce is disposed to yield to her 
Canadian Possessions a large measure of freedom. 
These concessions must continue, and te such an 
exteut; that in time the Canadas will virtually if 
not nominally be rendered entirely independent 
of the mother country, and thus a more com- 
plete identity of interest and of feeling will exist 
between them and the free States of America, 
than can possibly be maintained with any Eur- 
opean power. 

While these events are ripening the Canadas 
will be acquiring population and wealth. Numer- 
ous flourishing towns and cities will spring up on 
the northern shores of the St. Lawrence and the 
Lakes, and they will contribute a vast amount of 
travel and business to the proposed Northern road 
to the Pacific; add to this the peculiar advantage- 
ous position of the proposed road affording the most 
direct, speedy and cheap communication between 
Europe, with its millions of inhabitants on the 
one side, and Asia still more populous on the other, 
and the project assumcs an importance transcend- 
ing any estimate which may have been put upon 
it as a national work. It becomes in fact the 
world’s highway, over which will pass the travel 
and much of the trade of the most enlightened 
and civilized portions of the globe. 





Statement of the Indianapolis and Cincin- 
nati Railroad Co. 
To the Stockholders of the Indianapolis and 
Cincinnati R. R. Co. 

GenTLEMEN :—In my report of the 20th June 
last, it was stated that our road would be com- 
pleted on the first day of October. In this we 
have been disappoiuicd, but not to such an extent 
as has generally been common to other roads ; and 
the contractors were enabled, by the use of great 
exertions, to deliver it to us in the early part of 
November. Considering the very great embarrass- 
ment caused by the advance in price of labor, and 
the difficulty i procuring it, great credit is due to 
the contractors tor their energy and perseverance. 

It was on the 14th day of November, that the 
first fieight train passed over the whole length of 
the road. Passenger trains had been running for 
a few days previous. 

Very convenient arrangements have been made 
for our connection with Cincinnati; two boats 
making regular trips on our time. Passengers 
are taken at Cincinnati at 6 a. m., breakfasting, 
on board the boat, and arrive at Indianapolis at 
12m. Leaving Indianapolis at 12 m. they arrive 
at Cincinnati at 6 80 p.m., taking supper on board 
the boat. 

Early in next month (January) the Ohio and 
Mississippi R. R. Co. expect their line to be so far 
completed as to furnish us, in connection with 
them an uninterrupted line to Cincinnati. We 
have assurances that they will afford us every 
facility and run a train between Lawrenceburg and 
Cincinnati to suit our business, and upon our 
time ; by which connection, our time between Cin- 
cinnati and Indianapolis will be reduced to less 
than five hours 

The business done since the road was opened 
has been very satisfactory, amounting to 

First week ending November 26, 

Passengers and Freight..... .. Total, $3,242 92 
Second week ending December 8, 

Passengers and Freight.......Total, 4,164 84 





Increase on the first he woos. GOZL 42 
hird week ending December 10, 
2 Passengers and Freight. ..+- -- Total, $5,011 88 





Increase on the second week .... $847 04 
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P ss rolling stock of 
or: 
7 Passenger Cars, 
145 eight wheel Freight Cars, 
15 Engines. 

Two additional Passenger Cars, and 50 addi- 
tional Freight Cars will be received and in use in a 
few days. 

Notwithstanding we had supposed that our sup- 
ply of Engines and Cars would have been amply 
sufficient for the work of the season, there is great 
reason to fear that we canaot accommodate all the 
freight that will be pressing upon us, 

Every effort has been made to bring in every 
expenditure, so that a statement of the cost of the 
road, and its condition and liabilities, might be 
made, 

In a great degree this has been accomplished, 
and the statement here presented can vary but a 
few thousand dollars from what will be the result 
when the few remaining settlements are made. 





Cost of construction............ $1,643,864 00 
HGuipments. a+. psice yscecece 226,068 00 
POR Es S08 $1,869,932 00 


Seven per cent. Second Mortgage 


Dands; BAHN, ove 05:65. sde-00- 65,000 00 
Ten per cent. Income Mortgage 

Bonds, unsold................ 54,000 00 
Real Estate unsold and not need- 

ed for use of road......... 6. 844,982 00 


Bills receivable for lands sold,&c. 85,571 00 
Surplus iron after finishing the 
| SR Eig a commeipyt eta hetnret 20,000 00 
$2,439,485 00 
‘ Capital stock paid 


Meee coce cece 0G), 128,408 OO 
Seven per cent. First 





Mortgage Bonds.. 500,000 00 
Seven per cent. Se- 
cond Mortgage B’s 400,000 00 
Ten per cent. In- 
come Bonds..... 100,000 00 
Floating Debt..... 289,000 00 
$2,417,486 00 








Means to meet present liabilities : 
Seven per cent. second mortgage bonds 


RON 0. io Sea need Cede ve'oo:«s GOK O09:. OO 
Ten per cent income bonds unsold... 54,000 00 
Surplus real estate. .... 2... coe. ves. 844,982 00 
PE SURED 0550 4000.0009.0000.0005 85,571 00 
Iron on hand after finishing road...... 20,000 00 


$569,553 00 
Floating debt or present liabilities .... 289,000 00 





Excess of means over present liabili- 
ON Le. S56! ota sin beds dc vdeleees $280,553 00 


The road has cost considerable more than was 
originally anticipated, but the work of last year was 
performed under very unfavorable circemstances, 
and at greatly advauced prices; but after all it is 
yet among the cheapest roads in the west, and 
will be found amply to remunerate its owners for 
their outlays. It will be seen from the preceeding 
statement ihat the company have ample means in 
their surplus real estate, bills receivable, etc., to 
discharge all their liabilities, except the two 
mortgages of $500,000 and $400,000, leaving an 
encumbrance of only $900,000, on a road com- 
pleted and in good operation, costing $1,869,- 
932 00. 

But this sum by no means represents the true 
value of the road, its materials, and equipments. 
The iron rails were Bought at $38 and $40 per 
ton, and are now worth $70. Nearly all our ma- 
chinery also was contracted for at the low prices. 
The advance on these items together with that on 
our real estate, will add to the value of the road 
$300,000, making a total of $2,169,932 00; af- 
fording a most ample security for the debts for 
which it is charged, and making the second mort- 
gage bonds fully equal in security and value with 
the first. 

By an order of our board the name of the com: 






our road on hand consists 














as 


pany was changed on the third of this month to 
that of the Indianapolis and Cincinnati Railroad 
Company. Certificates of stock in the new name 
will be issued on the first day of January, adding all 
arrearages of interest, on the surrender of the old 
certifieates at the Secretary’s office. thes ag 

Having completed our enterprise, I feel it ap- 
propriate and justifiable to congratulate its friends 
on our success, and the encouraging prospect of a 
speedy fulfilment of all onr expectations, of having 
an unrivalled road between points assuring a bu- 
siness equal to our utmostcapacity. By the early 
completion of the part of the Ohio and Mississip- 
pi Railroad between Cincinnati and Lawrence- 
bared, (and the interest of our roads, being iden- 
tical, we have assurances of convenient co-opera- 
tion between us,) we have at the end of that con- 
nection, a city, (Cincinnati,) of a population of 
160,000, including its business vicinity, and which 
being the business metropolis of the west, draws 
to it also much of the eastetu trade; and at our 
western end, Indianapolis with its eight railroads 
in operation, concentrating there, and bringing 
trade and travel from all west and north of us, the 
natural tendencies of which are manifestly to- 
wards Cincinnati. The current of business assur- 
ed to our line from its favorable position, will be 
much increased by the arrangements which are 
provided for, in connection with the roads which 
are finished and in operation north of us, of a 
through line from and between Chicago and Cin- 
cinnatiin one day, which can only be accomplished 
over our line, our road being thirty miles shorter 
than any other road between Cincinnati and Indi- 
anapolis. 

The large travel by this connection, which is 
natural and direct, can be judged of by the num- 
bers who have thronged the circuitous and more 
expensive routes which have been used. 


We are also arranging for a through freight bu- 
siness from and beyond Indianapolis, by comnect- 
ion with the lines of steamers on the Ohio at Law- 
renceburgh, to Baltimore, Philadelphia, New 
York, Boston and Charleston. Lawrenceburgh is 
a favorable point of shipment from and.to which, 
steamers will as readily, and at the same prices, 
receive and deliver freights as at Cincinnati—and 
for which, as our road terminates on the bank of 
the river, the most convenient arrangement of 
transferring between the cars and the steamers 
have been provided, without any charge to the 
forwarder for drayage, commission, or storage. 
That our Ohio River terminus will thus be found 
an attractive point for receiving freight from all 
the interior, from Pittsburgh, Wheeling, and the 
east, as we anticipated, is manifest from the con- 
stantly increasing receipts of goods delivered here 
for our road. 

It is particularly gratifying to find the lecal bu- 
siness along our line promising to be largely above 
our expectations. 

An engagement has been made with the Gene- 
ral Post Office Department for the transfer of the 
great through mail between Cincinnati and India- 
napoli§, and its transportation on our road. 

Thus in every respect I have the satisfaction of 
assuring the friends of our road, that their confi- 
dence and just expectations in the success of our 
enterprize are to be fully realized. 

At the annual election last fall, the former Di- 
rectors of the road were re-elected. Our present 
Board therefore is composed as follows: 

George H. Dunn, 

Levin B. Lewis, Lawrenceburgh. 

David Nevitt, 

Hervey Bates, 

James M. Ray, 

William Robson, 

James B. Foley, 

Jos. @. Monfort, Decatur County. 


E. Hamilton. 
GEORGE H. DUNN, 
President 


Office of Indianapolis and Cincinnati Railroad, i 
Lawrenceburgh, Dec. 12th, 1868, 






Indianapolis. 




















AMERICAN RAILROAD JOURNAL. 


Survey of Motive Power of the New York 
and New Haven R. R. Co. 


By Zenan Voisurn. 
The motive power of the above road, for its ex- 
tent, possesses more uniformity of character than 


g21 





characteristics of the line, and the extent of the 
business, is very large. The mileage of these en- 
gines, published in the Journal of Dec. 38d, shows 
a performance of the average rate of 25,200 miles 
per engine per year. This includes a considerable 





that of any other road in the vicinity of NewYork. 
The work done by the engines, considering the 


freight and local passenger business, besides a very 
large and growing express traffic. The condition 


* Hackworth’s double exhaust ports. 








of the engines is extremely good, owing to the 
original excellence of their construction, and the 
efficiency with which necessary repairs are con- 
ducted. The following tables show the general 
proportions of these engines, and the calculated 
results of heating surface, expenditure of steam, 


&ec. 
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ft.in. in. in. in. in. in in. pds.  p’ds. sqr.ft. sqr.ft. sqr.ft. 
4 4 110 1% 150 21-8 474 87 461-2 48,500 30;500 756 64 12 1-4 
44 110 1% 150 21-4 478 87 461-2 48,500 30,500 756 64 12 1-4 
4 4 103 38 13% 121 13-4 41 35 891-2 44,000 27,200 568 424 9 
4 4 103 38 1% 112 111-16 40% 35 38 44,000 27,200 526 41 9 
4 4 102 388 134 123 41 35 461-2 44,000 27,200 573 36 9 
4 4 105 88 13% 127 17-8 40 38434 401-2 44,000 27.200 606 423g 87-8 
4 4 105 38 13% 127 178 40 34% 891-2 44,000 27,200 606 41% 87-8 
4 4 104 88 1% 127 2 40 85 3891-2 45,000 28,000 601 424% 9 
44 104 88 13% 121 178 40% 35% 48 46,740 30,000 573 50% 9 
4 4 109 41 13; 180 46 387 «49 47,800 30,000 640 571g 1023 
4 4 109 41 13; 128 2 46 37 49 47,600 30,000 630 573{ 102-8 
4 4 107 88 1% 124 2 45° 353g 483-4 46,740 30,000 601 551% 101-8 
4 4 106 38 13% 124 45 3546 481-2 46,740 30,000 596; 5514 101-8 
44 106 38 13% 124 2 45 3536 481-2 46,740 30,000 5964 5514 101-8 
4 4 106 88 13% 124 21-16 46 85 481-2 46,740 30,000 5964 Sif 101-8 
4 4 106 88 1% 124 113-16 46 85 481-2 46,740 380,000 5964 551f 101-8 
4 4 106 38 13% 124 2 45% 3534 49 46.740 30,000 5964 5517 101-8 
4 4 106 38 13, 124 115-16 45 35 49 , 46,740 30,000 5968 551Z 101-8 
4 4 116 46 1% 169 64 88i¢ 641-2 ..... 2... . 4 801 144-10 
4 4 116 46 1% 169 21-4 54 88 541-2 ..... ..... 954 8017 144-10 
44 116 46 1% 169 21-4 684 3836 551-2 .....  ..... 954 81 14 3-10 
44 116 46 1% 169 25-8 584 3846 5512 ..... ..... 954 81 14 3-10 
44 90 8 13% 96 188 3868 8544 841-2 ..... 0 00... 896 3544 «8 
44 90 & 1% 96 864 8556 3841-2 .....  ..... 896 3854 8 


The entire equipment of engines was constructed by Messrs. Rogers, Ketchum and Grosvenor of Paterson, N. J. 
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EE Se eee ee ee 
* e ;" 2 ga |; 
Reception. q ae. 5 
=) - EF @ 
ip. in. in. in. in. ft. in. 
1 Oct. 1852. 15 20 14 1g 24 56 
gu « «“ 15 20 14 18 2 56 
3 B Dec. 1848. 18 20 10 1 1b 514 
4g * “ 18 20 10 1 1h 51k 
a --3 9 © T° tH 61 
a Se «“ 18 20 10 1 14 61 
he “ 18 20 10 1 14 51% 
10 “ May, 1849. 18 20 10 1 14 518 
nu tif * BS D1 UM ee 
12 §& Feb’y,1850. 14 20 56 
18 5 « 14 2 56 
14 — “ 1861. 18 2010 1 14 60 
15 June, 1850. 18 20 10 1 14 60 
16 2 July, “ 18 210 1 1 60 
i Se 18 20 10 1 1b 60 
18 5 Au. “ 13 20 10 1 1 60 
19 $ Sept. “ 13 20 10 1 It 60 
20 t4 Feb’y,1851. 18 20 10 1 14 60 
21 x May, 1853. 16 22 14 1% 26 60 
22 June, “ 16 22 14 14 2% 60 
23 P Nov. “ 16 22 14 14 *1t 60 
“am «“ 16 22 14 H *1t 60 
Farmington ....... 10 20 9% 1 14 514 
Cheshire .......... 10 20 9% 1 1 52 
Steam used and Power exerted. 
© g . be 2 a 
ie aR Bo € 
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2 ¥& & 84 C9 38 53 
et eee we > Gly eek 
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cubic ft cubic ft. 


1 8181 306 2508 8782 426 546 
2 8181 306 2508 8782 426 546 
8 6145 328 2015 7084 3481-2 486 
4 6145 328 2015 7084 3481-2 486 
7 6145 828 2015 7084 3431-2 486 
8 6145 328 2016 7084 3481-2 486 
9 6145 328 2015 7084 8481-2 486 
10 6145 328 2015 7034 3481-2 500 
11 6145 280 1721 6001 293 586 
12 7197 306 2181 7607 371 586 
18 7127 806 2181 7607 871 586 
14 6145 280 1721 6001 298 5836 
15 6145 280 1721 6001 293 586 
16 6145 280 1721 6001 298 536 
17 6145 280 1721 6001 293 536 
18 6145 280 1721 6001 208 586 
19 6145 280 1721 6001 298 586 
20 6145 280 1721 6001 298 586 
21 10,239 280 2867 10000 489 

22 10.289 280 2867 10000 489 

23 10,239 280 2867 10000 489 

24 10,239 280 2867 10000 489 

F. 8636 325 1182 4122 202 

C. 8636 328 1198 4160 203 


The engines 21, 22, 23 and 24 represent the 
standard express engine of the present day, being 
of large dimensions, liberal proportions of steam 
room and passages, and having generally the 
most modern and effective arrangement of 
machinery, In their details, however, there is 


room for considerable improvement. The fur- 
naces are of but moderate width while the length 
is very great ; the escape of heated air being from 
one end it necessarily encounters greater re- 
sistance than if the Jength and breadth were dif- 
ferently proportioned to each other. The furnaces, 
by a proper arrangement of the frames and driv- 
ing spring could be 5 inches wider. The tubes, 
considering their length, and the extent of radiat- 
ing or absorbent surface compared with the sec- 
tional area of thimble-openings, are of too small 
diameter, by which the resistance both of the 
thimble-openings and the friction-surface of the 
tubes retards the draught, rendering a dispropor- 
tionate contraction of blast necessary. And even 
then these engines do not always make sufficient 
steam. The smoke boxes are too Jarge, and too 
much encumbered by pipes ; whereby the forward 
circulation of the draught is broken and retarded. 
The elevation of the blast orifices is generally too 
great, whereby the vacuum in the smoke box de- 
pends more upon the suction than on the pressure 
of the exhaust steam. The pressure is generally 
from 12 to 20 times greater than the force of the 
vacuum, or suction, derived from the pressure. 
The chimnies, in consequence of a low height of 
bridges, often of an unnecessary height of boiler, 
and especially of the use of a form of pipe requir- 
ing two feet of space above the cone for clearance, 
are quite low; and with the great elevation of the 
blast pipes, whereby the steam fills the chimney 
at a proportionally higher point, are too short for 
good draught. The large size of the outer casing 
wroduces a Vacuum behind, whereby the insuffi- 





ciency of the draught is aggravated, the smoke is 
trailed, and the view of the engine-man ob- 
structed and the train covered with sparks and 
dirt. These particulars are alluded to for no other 
reason than to exhibit the inffuence of mal-arran- 
gement of the general apparatus for draught. I 
am of opinion, and, so far as observation affords 
illustration of these effects, I am convinced, that 
width of farnace is more influential than length in 
the promotion of combustion; that the depth 
should be such as to contain sufficient fuel without 
interfering with the thimble openings. That the 
best diameter of tube, with the present kind of 
thimbles, is 214 inches; and that, if any difference 
is to be made in the diameters of tubes in the 
same boiler, the outermost tubes require to be the 
largest, instead of the smallest, as they are some- 
times made, to occupy spare room. The increase 
of absorbent surface (tube surface) cannot be 
beneficial if the combustion be retarded from any 
cause, as the heat must not be absorbed below 
the temperature of the necessary pressure of 
steam, waste heat being necessary. The form of 
the smoke box requires material alteration, as its 
office is to connect the circulation of the tubes and 
chimney, which it should do by a passage of the 
easiest and most direct section, unencumbered 
by pipes or other obstructions. The upper portion 
of the smoke box, above tubes, requires te be se- 
parated, the crown of the smoke box being a 
level sheet, reducing, by so much, the elevations 
of blast and chimney openings, and substituting 
blast pressure for blast suction. The upper por- 
tion of the smoke box might contain sparks and 





enable a smaller diameter of sparker to be ed. 
The effect of the blast. adjustments will be seen 
in the following table, arranged for several of the 
engines, wherein the lowest orifices are invariably 
largest, for equal circumstances of heating sur- 
face, working condition and steam-production. 


: aod 
é ‘ ‘ 3 S Diameter 
: rea rea > 
ww CCyiin- S 3 & of each 
ne of of 8 z F| 
© der, 82 4 blast 
iS Grate. Tubes. = 3 
a pipe. 
inches.  sqr.ft. sqr.ft. inches. inches. 
1 15x20) 121-4 756 8 21-8 
2 15x20 121-4 7656 13 1-2. 2 1-4 
4 13x20 9 526 7 1 11-16 
8 13x20 87-8 606 6 17-8 
9 18x20 87-8 606 7 17-8 
10 13x20 9 601 12 2 
11 18x20 9 573 9 17-8 
16 18x20 101-8 5961-2 12 2 
17. 18X20 =©101-8 6961-2 14 2 1-16 
22 16X22 144-10 954 12 21-4 
23 16X22 1438-10 954° 12 21-4 
24 16X22 148-10 954 *86 2 5-8 
F. 10x20 8 896 1 13-8 
The operation of the link motion on one of the 


large engines, No. 21, is given below. 

Cylinders 16 inches by 22 inches; steam ports 
14 inches by 1} inches; exhaust port 14 by 2 1-2 
inches; outside lap of valve 11-16 inch; inside 
do. 1¢ inch, valve being 14 inch shorter in the 
cavity than the distance between inside edges of 
ports. Throw of eccentrics 5 inches. 
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The lead, shown as constant on the 5th, 6th, 7th 
and 8th notches, is slightly variable, being per- 
haps 1-82d inch different on the 5th and 8th rot- 
ches. One may be said to be scant, the other full. 
The influence of varying lead is not however so 
influential, in varying the length of admission of 
steam against the back of the piston before the 
end of the stroke, as is varying travel. On the 





-. * Exhausting near bottom of smoke box tan a 
vertical pipe of one foot ia diameter, reaching near 
” base of chimn-r 









gear, 
lead, Hay is admitted 11-16 inch before the end 
of the stroke of the piston, being nearly 1-21 part 
of the stroke. On the 5th notch, with nearly the 
same lead, and but 3¢ths inch more travel of valve, 
the period of pre-admission is reduced to 7-16ths 
inch. Were the stationary link used, and a con- 
stant lead of 14 inch given under each travel of 
the valve, the pre-admission, under 414 inches 


throw of the valve would not exceed 1¢ inch of 
the stroke, whereas with the present lead of 1-16th 
the pre-admission of stroke is nothing. 
Ad- Diameter Yo 
mission Opening Square as 
of of of os 
Steam Steam Inches Su 
; * Port Circle oF . 
nches in Area of $2 
of Inches. of equal’ 84 
Stroke. Opening Area. a8 
19 5-8 11-4 17 1-2 4 8-4 1-12 
18 11-8 15 3-4 41-2 1-13 
16 8-4 10 1-2 3 5-8 1-19 
14 9-16 7 7-8 8 3-16 1-25 
12 1-2 1-2 7 3 1-29 
11 7-16 6 1-8 2 13-16 1-33 
91-2 8-8 5 1-4 2 9-16 1-40 
8 5-16 4 3-8 2 3-8 1-46 


The above table exhibits the contraction of the 
steam ports on the higher grades of expansive 
working. Assuming 1-14th as the proper propor- 
tion of steam opening to area of piston, a propor- 
tion generally allowed by engineers, the contrac- 
tion of the ports on the shortest travel of the valve 
is to less than one-third of this amount. 

With the double induction ports and gridiron 
slide valve which I have arranged for the link 
motion the area of opening on any given travel of 
the valve is doubled. 

Among the engines owned by the NewHaven rail- 
road, there are no freight engines, possessing dis- 
tinctive features as such. And a large number of 
the engines, such as No. 11 and No’s 14 to 20 in- 
clusive, although of first class construction are not 
adapted, with their present size of drivers, to 
working the 40 and 50 feet grades of this road. 
Their adhesive power is nearly double their steam 
power, under ordinary working pressures and 
ordinary conditions of rails, The earlier engines, 
having the same sized drivers, have since been cut 
down to about 5 feet wheels. 

Nearly all of the earlier engines have been pro- 
vided with equalizing springs, in place of rigid 
equalizing levers, between the driving springs, 
and an improvement in the motion of the engine 
is found to be the result. 

The condition of the furnaces shows the excel- 
lence of the material used in their construction. 
The greater part of the furnaces which have been 
in use since 1848 are entirely free from blisters. 
The mark, “Bowling” is generally conspicuous on 
the furnace sheets. In the surveys of engines 
which I conducted during the early part of the 
present year, for the Boston and Lowell, Boston 
and Maine, and Fitchburg railroads, almost all the 
furraces were much blistered. These were 
generally of 3¢ inch iron of ordir2y manufacture. 

The water at many points of the line, being 
brackish, gives some trouble with the tubes. 
Nearly every engine has a copper tube sheet at 
furnace end, by which, and by the use of cast iron 
thimbles, the bad effects of the water are not 
manifested to an injurious extent, The large en 





gines bave brass tubes, 
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side connected, ’ 


This company have commenced applying the 
cast iron chilled slip tire to their ballast and yard 
engines. These would be of much value in their 
adaptation to a properly constructed engine for the 
freight trains over this road, and there is no doubt 
that they will be adopted for this service at an 
early day. 





Reports of the Departments. 

Below .we give brief abstracts of the reports of 
such of the departments as present statistical in- 
formation in reference to the revenues of the 
country, or to the several branches of service of 
the general government. 


REPORT OF. THE TREASURY DEPARTMENT. 

The receipts of the past fiscal year were—from 
customs $58,931,865; from public lands $1,667,- 
085; from miscellaneous sources $738, 624; 
amounting i in the aggregate to $61,387,574. The 
expenditures amount to $54, 026, 848. The re- 
ceipts exceed the expenditures by $7,810,757. 
This, together with the balance on hand at the be- 
ginning of the year, makes a balance of $21,942,- 
802 on the 30th of last June. 

From the end of June to the end of September 
the receipts were—from customs $19,618,822; 
from lands $1,489,562 ; from miscellaneous sources 
$147,995 ; amounting in the aggregate to $21,- 
856 379. "The expenditures amount to $15,081,- 
384. There was, therefore, a. balance remaining 
in the Treasury on the 80th of last September of 
$28,217,888. 

The Public Debt. has been reduced during the 
year to $56,336,157 52, as follows: 


Loan of 1842...2...... . - $6,872,185 54 
92,800 


Ms Get BOER: vceiteictdse cove coce 2,800 00 
HS STORRS cca siw deve dene v5 4,048,400 00 
wees. mee -- 20,738,700 00 

© © RS nn s:4. 900 4009 -c0n es 14,444,491 80 
Texan indemnity.. seseceee 4,887,000 00 
not issued... .. 5,600,000 00 

Debt of corporate cities.. 24,000 00 
Old funded and unfunded debt. 114 ‘118 54 
Treasury notes outstanding...,.... 114, 511 64 


$56,336,157 52 


The resources of the country, the Secretary 
thinks, will justify the application of fifteen mil- 
lions more to its reduction. The premiums paid 
to effect its purchase have varied from 814 to 21 
per cent. 

The Imports of the year amount in value to 
$267 978,647; the Exports to $230,452,250. Thus 
the imports have exceeded the exports by $87,- 
626,317, an excess which is the more alarming 
from the fact that it is the largest that has occur- 
red since the financial disasters of 1836. 

Secretary Guthrie, however, thinks it can be 
explained; and believes that “a fair estimate 
for profits on our exports and the freight of our 
vessels, would cast the balance of this account in 
our favor, without estimating the money brought 
in by emigrants, of which no account is taken.” 

It is recommended that certain articles, of 
which a list is given, and on which the duties 
now amount to eight millions of dollars a year, 
be hereafter admitted free. These are principal- 
ly raw materials used in manufactures. Silk, 
Coffee, tin, steel and hides, and watches and 
wines, are the most important of them. It is also 
recommended that the duties on Salt be taken 
off. The fishing bounties imposed, partly on ac- 
count of these duties, it is also recommended to 
remove. 

The tonnage of American vessels now amounts 
to 4,470,010 tons. This isfan increase of 268,000 
tons over last year. 

The coinage of the U. 8. Mint from its origin to 
= one on Po oar was $370,008,192 pO. 

he @ from the Ist of January to e 
81st of October was $46,998,945 60; and the: 


silver. colaage §7,006,225, During the last four 
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years $185,872,095 73 has been added to the} 


Id and silver coin of the country, besides what 

been brought by immigrants. : 
The Branch, Mint at San Francisco will be in 
working order by the 1st of February ; and will be 
capable of turning out $80,000,000. An Assay 
Office has been leased in New York for two years, 
with the privilege of purchase. 


REPORT OF THE DEPARTMENT OF THE INTERIOR. 

During the year the survey of the publi¢ lands 
has been steadily prosecuted, large bodies of new 
lands brought inte market, the wants of the emi- 
grant fully met, and choice selections offered to 
the pioneer. 

The land system is nearly correct in principle. 
Its details need but litte modification. During 
the year 9,819,411 acres have been surveyed, 10,- 
863,891 acres brought into market, and 1,083,495 
acres sold. The number of land warrants issued 
up to the 80th September last was 266,042, of 
which there were then outstanding 66,947. 

The entire area of the public domain is estim- 
ated at 1,584,000,000 of acres. Its purchase was 
effected at the rate of 14 41 cent per acre; amouni- 
ing to $67,999,700. Add the Indian reservation, 
valued at $4,250,906, and adding the cost of sell- 
ing lands sold previous to June last, the entire 
cost, excluding surveying, amounts to $88,994,015. 
The whole amount accruing from sales up to June 
80, 1853, was $142,288,478, being $53,299,465 
more than the cost of the whole. It is estimated 
that the net amount which will have been realized 
for them, is the sum of $331,181,869. 

The pulicy of bringing the lands into market at 
the earliest possible day is urged. 

Early attention is called to the disposition of 
the mineral lands of California, the unsettled bu- 
siness of the pension office, and the frauds upon 
the same. The clerical force of the bureau of 
patents needs to be increased. The Indians have 
been unusually peaceful through the year. Their 
present uumber in the United States is estimated 
at 400,000—18,000 east of the Mississippi. 

POSTMASTER GENERAL'S REPORT. 

The whole number of Post Offices in the United 
States at the close of the last official year, ending 
June 80th, 1853, was 23,820. Of this number 255 
are of the highest class, the Postmasters of which 
are appointed by the President. 

At the present date, December 1, 1858, the total 
number of Post Offices is 22,688. During the past 
year, commencing July 1, 1852, 1,898 Post Offices 
were established ; 479 were discontinued; and 
there were appointed to office during the said year, 
besides the 1,898 Postmasters to the newly estab- 
lished offices aforesaid, 3,000; 850 upon resigna- 
tion, 225 on death, 182 by change of site, 91 
where the Postmaster had moved away, and 2,321 
~ - removal of prior incumbent, being 8,567 

ostmasters appointed during the year endi 
June 30, 1853" ” 7 " face 

At the close of the fiscal year, ending on the 
80th June last, there were in operation within the 
United States, 6,692 mail routes, The aggregated 
length was 217,743 miles, 5,583 contractors em- 
ployed thereon. The annual transportation of the] 
mails on those routes was 61,892,542 miles, and 
the annual cost thereof $4,495,968; being about 
seven cents two mills per mile. Of these 61,892,- 
042 miles of annual transportation, 12,986,705 
miles are required to be performed on railroads, 
at a cost of $1,601,321, being about twelve cents 
three mills per mile; 6,685,965 miles in steam- 
boats, at a cost of $632,368, being about nine 
cents four mills per mile; 21,830,326 miles in 
coaches, at a cost of $1,206,958, being abont five 
eents six mills per mile, and 20,890,446 miles in 
modes not specified, at a cost of $1,065,313, being 
about five cents per mile. 

The expenditures of the Department during 
the last fiscal year were $7,982,758. The gross 
revenue from all sources was $5,840,724. 

It appears from the foregoing statement that the 
gross revenucs of the year, en June 80, 1853, 
oa at of the expenditures by the sum of $2,- 


and by the appropriations to supply deficincies, 
amounting to upward of $1,000,000, leaving $546,- 
000 to be provided by Congress for the service of 
the year ending 30th June, 1863. 

The following is a summary statement of the 
fiscal operations of the Post Office Department fur 
the year ending 30th June, 1853: 
Balance to credit of Department, Ist 

FOP ROOD inch cis vecacinas cas 
Total receipts in fiscal year, includ- 

ing the sum of $2,255,000 from the 

Treasury under acts. of Congress 

in aid of the Post Office Reve- 

WORE ook sbi esied as. nante wee 7,495,724 70 


Total apparent revenue for the year. $8,339,119 02 
Expenditures for the year......... 7,983,089 37 


Leaving apparent balances to credit 

of Department, Ist July, 1853.... $356,029 65 
From this should be de- 

ducted the unavailable 

balance from late post- 

masters, brought for- 

ward from report of 

1851 and 1852. .... ..$118,242 63 
Deduct also amount paid 

British government on 

account of postages of 

previous year, properly 

chargeable to expendi- 

tures for the last fiscal 

YOAT 2.2 cone coos ceee 118,061 56 


$843,804 32 


—_———_ 251,803 19 
Leaving as the ultimately available Ficus 
DORAMOS, dv visit coe seve sone se cesigns> Meee 
Excess of expenditures of all kind 
over the revenues of the year, ex- 
clusive cf the balance on hand 
July 1, 1851, and the amount 
drawn from the Treasury to supply 
deficiency of revenue... .... .... $2,742,864 67 


Thus we find the cheap postage. system creat- 
ing an actual deficit in the revenue of the depart- 
ment, of nearly $3,000,000. The last cheap post- 
age act gives postmasters, in certain cases, an ex- 
tra commission of 20 per cent., which costs about 
half a million per year... The European mail ser- 
vice has cost immensely more than. the receipts 
amount to, and the California mail service costs 
two-thirds more than it pays. Postages on news- 
papers under last reduction, have fallen off $400,- 
000. 


REPORT OF THE SECRETARY OF WAR. 


The authorized strength of the Army is stated 
to be 18,821—officers and men; but its actual 


force on the Rio Grande froutier was required for 
the protection of our citizens against the incur- 
sions of Indians from Mexico, and for the enforce- 
ment of our treaty stipulations with Mexico, to 
prevent Indian invasion from our own borders. 
This movement has restrained present depreda- 
tions, but a much larger force is considered neces- 
sary to secure a permanent peace. It is estimated 
that 1,600 recruits will be required for the service 
of the ensuing year, to maintain the full comple- 
ment of rank and file. The strength of the regu- 
lar army is generally reduced in the proportion of 
nearly one-fifth, by desertion, debility, death, etc., 
but chiefly by desertion ; and this may be expect- 
ed to continue so long as the disparity exists be- 
tween the pay of the soldier and that of the labor- 
er in civil life, and length of service is encouraged 
by no reward. 

The average annual loss to the army, including 
discharges by expiration of service, to be supplied 
by the enlistment of new men, is 3,592, more than 
one-third the whole force. To obviate the em- 
barrassment resulting from this state of things, 
the Secretary recommends an increase of pay, 
with an additional increase for every suecessive 





2,082. 
$1,671,000 of this deficiency is supplied by the! 


grade of 


period of five years the soldier shall remain in the 
Army, and provision for promotion to the lowest 
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The Eastern and Western divisions of the Vir- 
ginia Central Railroad, now separated by the inter-. 
vention of the Blue Ridge through wh:ch a tunnel 
is making for their ultimate connection, will be 
connected after January 1854, and until the com- 
pletion of the tunnel, by a temporary track across 
the Rockfish Gap. The characteristics of the 
temporary track have been sent us by Charles 


Ellet, Jr., Esq., the engineer in chief of the Va. . 


Central Railroad, and are as follows: 


The ruling grade of the road, on straight lines, 
is 5 8-10 feet in 100, or 279 84-100 feet per mile. 

The maximum grade, on straight lines, is 5 6-10 
feet in 100, or 295 68-100 feet per mile. 

The minimum radius of curvature is 300 feet, 
and this limit is adopted very frequently. The 
maximum grade on such curves is 4 5-10 feet in 
100, or 237 6-10 per mile. 

The total length of the track, from the point 
where it leaves the State road on the eastern side, 
to the summit of the mountain, is 12,500 feet, or 
2,37 miles: and in this distance an elevation of 
610 feet is overcome. 


The total length of the track from the summit 
of the Blue Ridge to the intersection of the tem- 
porary track with the State road, on. the western 
side, is 10,650 feet, or 2,02 miles; and the track 
descends in this distance 450 feet. 


The elevation of the summit of the mountain, 
in Rockfish gap, where it is crossed by the tem- 
porary track, is 415 feet above the grade of the 
State road at the western portal, and 471 1-3 feet 
above the grade of that road at the eastern portal 
of the long tunnel. 

The tunnel descends at the rate of 70 feet per 
mile, or 56 1-8 feet in its entire length of 4,248 


feet. 

The total length of the temporary track, from 
its intersection with the State road 6n the western 
side of the Blue Ridge, to its intersection there- 
with on the eastern side, is 23,1650 feet, or 4,38 
miles. 

The distance along the State road, passing 
through the tunnel, measured between the samo 
extreme points, is 18,608 feet, or 3,52 miles. The 
loss of distance in crossing the mountain on the 
temporary track, compared with the distance 
through the tunnel, is, consequently, 86-100ths of 
amile, or 4,542 feet. 

The cost of this work I estimated at $50,000, 
over and above the value of the materials that 
may be used again when the completion of the 


strength is only 10,147. Of these 8,378 are em- road will enabl to abandon the’ : 
ployed on the frontiers. The concentiation of Siete ee ee ee ON ee 


track. But, in consequence of an unexpected 
delay in completing certain cuts and embank- 
ments on the State road east of our intersection 
therewith, it will be necessary for us to run round 
these impediments likewise, by which the length 
of the temporary track will be increased and the 
cost of the work somewhat enhanced. 

The total length of the temporary track, includ- 
ing the portion around Robinson’s hollow and the 
rock cut east thereof, and that around tne second 
or middle tunnel, is 5,47 miles. 


Mr. Ellet estimates the saving in transportation 
over this track above the expense of maintaining 
a portage, as $123,332 per annum; and allowing 
the completion of the tunnel to be delayed for 
three years, the whole saving will be $370,000. 
It is presumed, however, that the completion of a 
direct route between Richmond and Millboro, 
will increase the amount of travel and freight to 
an extent of at least $165,000 for three years, 
making the whole value of the temporary track 
$535,000. 

, We learn from Mr. Ellet that the work is nearly 
completed and will be op ned for use in January 
yext, The working of such a road will be & 
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novelty in engineering, while we have no doubt of 
its successful operation. 
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Stock and Money Market. 

The share market continues without material 
change. There is but little activity in fancies. 
Nothing will be done in these till after New Years. 
Premium securities are pretty firmly held, without 
much movement. Bonds of new works sell slow- 
ly and only in small lots. The public mind is too 
much in abeyance, waiting for the weekly news 
from Europe to allow much activity of any kind. 
For speculative purposes money is tight, though 
sufficiently abundant in the ordinary channels of 
business. 

The Michigan Southern and Northern Indiana 
railroad companies have made a semi-annual divi- 
dend of ten per cent payable on the 3d of January. 
We give a statement of their business for the six 
months ending the 81st inst: 

Earnings six months (Dec. being esti- 


MBNA) «6:0. 466 Sad siinneeioess dg) $956,876 66 
Expenses and interest, six months 





(Dee. being estimated.).. . 552,716 10 
Net profit, six months.... ........... $404,160 56 
Add surplus July 1, 1858........... 103,307 15 

Total .... 260 sees sees cece veese $507,467 71 
Offdividend 10 per cent.... ......... 280,000 00 
Leaving a surplus of.... .... ...$$226,767 71 


Equal to 8 per cent on the capital stock. The 
July dividend was 7 per cent, making 17 per cent 
for the year, leaving a surplus of 8 per cent. 

The receipts of the Xenia and Columbus Rail- 
road for the twelve months ae 1st December, 


are, . $817,067 16 
Expenses estimated at 40 per ‘cent.. 126, 826 86 


$190,240 30 
73,885 27 


Taxes and a, dividend, (5 per 
cent.).. cooeceee $116,855 03 
Surplus Income, ete., , 1852. . 17,617 58 


$134,472 61 
64,567 50 
RIN. os 30 an.cci 0 ¥oin00snnab).. A ee 


The Bank statement for the week ending Dec. 
17, was as follows: 








Interest on. DONGB. ..oo.crc0 sees.cece 








Deeember dividends, 5 per cent.... 


Dec. 17 Dec. 10. 
TOU iss cap dss 5 RD 87,864,072 85,708,020 
Speeds vis s+ ss. 000% Nek 12,166,020 12,493,709 
Circulation..... ..< ot Bass 8,989,880 9,075,704 
Deposits............ ....58,812,470 57,880,010 





Indianapolis and Cincinnati Railroad. 

We give in another column the recent exhibit of 
this company. The affairs of the company are 
shown to be in a very satisfactory condition. The 
earnings for the first month of its operation were 
neatly $19,000, and increased at the rate of near- 
ly $1,000 per week. In a few weeks more the 
Ohio and Mississippi railroad will be completed to 
its point of junction with the above, which will add 
very largely to its receipts, which are rapidly ac- 
cumulating from local sources. The road has 


made one of the mest sucgessful openings of any 


SA LRTOL t{tAG 


Piao 


ote Min tee 


Compiled from the latest ret 


LAR \ 
JAN RAILROAD secRNE 


Railway Share List, 
cted every Wednesday—on a par valuation of $100. 





, ss 


Ms 




















road in the west, 





























a 2/64 | 65 )4 
2 = | a eg oe me | & E 
g| ‘3 2 SB 3 £3 |= 1a 
NAME OF COMPANY. a ~ go |39. | €8 els 
s| 3 3 Se lg «3 | Be [els 
e| = 5 24 [| f8h/ 38 | Ele 
= oO a = i) A A | Ae 
Atlantic and St. Lawrence. .. Maine.|150} 1,538,100} 2,978,700| 5,150,278) 254,743) 118,520\none| 80 
Androscoggin and Kennebec.. ‘ | 55) 809,878) 1,016,500) 2,064,458) 140,561 80,053\none| 30 
Kennebec and Portland...... “ | 79) 952,621! 291,80 | 2,514,067} 168,114) 100,552)none| 41 
Port., Saco and Portsmouth.. “ | 51) 1,855,500, 123,884) 1,459,384| 208,669]........ 16 |.97 
York and Cumberland,...... « | 20} 285,747; 841,100} 718,605) 23,946) 11 ,256 none 24 
Boston, Concord and Montreal. N.H.| 98} 1,649,278) 622,200) 2,540,217) 150,538 79,659 none 85 
CURBING 65 ss ccc ccce sevens * | 35] 1,485,000} none. | 1,485,000) 305,805) 141,836, , 104 
A « | 54) 2,078,625! 720,900) 3,002,094) 287,768) 55 266) 5 48 
Northern . - oo | BZ 8016684) .. nicrccelovee cence 828,782} 163,075 5 | 51é 
Manchester and Lawrence. . Ph Bab FORBID . .scinendibesennnenntises §gceh seca mers 6 | 89 
Nashua and Lowell......... . ™ | 15] 600,000; none. 651,214) 182,545} 61,513) 8 (109 
Portsmouth and Concord.. et bore ee eee Pee 1,400,000)... ccecfecda eves none} «-- 
Sullivan....... ee ecto meee ee 7 ae eee none) 21 
Connecticut and ‘Passumpasic. . Vt. | 61] 1,097,600| 550,000) 1,745,516)........|.... 2... none} 33 
Pincay saskioves sose by *« 1120] 2,486, 000, 2,429,100) 5,577,467| 495,397) 266,539 none, 20 
Vermont Central........-.+»  {117| 8,500,000, 8,500,000 men ees ere .--| 14 
Vermont and Canada........ « | 47] 1,500,000|......... 1,500,000|Leased to|the Vt. Cjent. |100 
Western Vermont........... “ 1 61 892,000) 700,000) ......... Recently jopened. /Done).--. 
Wermont VOUS «0. o220 000% R REO) Aah iad il oo pss seme) ceed edb hid cede Ole cnule dnl none}... 
Boston and Lowell.......... Mass.| 28] 1,830,000)......... 1,995,249} 888,108] 130,881 7 | 97 
Boston and Maine........... « | gg] 4,076,974 160,000) 4,092,927] 659,001) 338,215, 7 {102 
Boston and Providence... .. « | §3] 3,160,390; 390,000] 3,546,214) 469,656| 227,434, 6 | 88 
Boston and Worcester....... “| 69| 4,500,000) 425,000) 4,845,967| 758,819] 331,296, 7 1028 
Cape Cod branch........... “ | 28| . 421,295! 171,800} 633,906] 60,748] 30,056, 2 | 46 
Connecticut River........... « | 52! 1,591,100} 193,500) 1,801,946) 229,004) 72,028) 5 55 
oe VOPPETT TR LO re “ | 75] 2,850,000/ 500,000) 3,120,391) 488,793] 241,017, 7 | 91 
i oe ey a “© | 42) 1,050,000) none. | 1,050,000) 229,445) 99 589) 8 106. 
a aS PRE “ | 66] 8,540,000; 112,305) 3,623,073) 574,574) 232, "787 : 96 
New Bedford and Taunton... “ | 20} 500,000; none. 520,475| 164,280) 438, 950, 7 j117 
Norfolk County........ .+0+. « | 96| 547,015] 819,743] 1,245,997| 67.251| 23,415, none, 60 
Old Colony..........ssseee. “ | 45] 1,964,070, 282,800) 2,298,534) 822,213/ 101,510none| 904 
Taunton Branch.... .... .... * | 12) 250,000) . none. 807,136] 137,406] 24,399 8 |..-. 
Vermont and Massachusetts.. “ | 77| 2,140,536) 1,001,500} 3,203,388] 218,679) 18,648none) 13% 
Worcester and Nashua....... « | 45) 1,184,000) 171,210) 1,321,945) 162,109) 66, 900, : 61 
| Western ..... ..0. sees seen ee « 1155] 5,160,000, 5,319,520] 9,953°759|1,839,878| 683,194 96 
Co” eee Dee Books 1: OG) xn vais sce 467,700). «2... .0%. 240,572) 110 302 -. 66 
Providence and Worcester “ | 40} 1,457,500, 300,000) 1,731,498} 258,690) 189,514 6 | 100 
ee reer ee Conn.| 45} 922,500; 500,000) 1,400,000).... ....|......-. | 4 | 65 
Hartford and New Haven.... ‘“ | 72} 2,850,000} 800,000) 3,150,000) 689,529) 294, 289) 10 1184 
RINE. 5 ba 55 ie pnasrne.s MS RAG. inne oonliph’ conan 2,500,000} 329,041) 168, '902'none) . .- 
Hartford, Prov. and Fishkill... ‘“ | 50) .... 0...) .se+e eee. In progres} 69,629)........ none}... 
New London, Wil. and Palmer “ | 66) 558,861) 800,000) 1,511,111) 114,410)........|..-. 89 
New York and New Haven... “ | 61) 8,000,000) 1,641,000) 4,978,487| 806,713). 428,173 7 102 
PRIOR i555). onaconjes sone. “ | 62} 926,000 EE i cntincndulonee ened neenieaee 8 jess. 
New London and New Haven. “- | 55] 750,500} 650,000) 1,880,610|Recently jopened. |none, 52 
Norwich and Worcester.. .... « | 4] 2,121,110] 701,600) 2,596,488] 267,561) 116,965 4 | 58% 
Buffalo and New York City.. N. Y.| 91] 900,000) 1,550,000} 2,550,500/Recently jopened. |none| 85 
Buffalo, Corning and N. York. ‘ |182) ..., ....)..+++ ees. In progres].... .2++jeeeesees none| 65 
Buffalo and State Line....... “ | 69] 879,636, 872,000) 1,921,270\Recently jopened. |.... 180 
Canandaigua and Niagara F.. ‘ | 50) ........| sees woes In progres].... ....|seee eee eselooee 
Canandaigua and Elmira..... “ | 47| 425,509} 582,400} 987,627| 76,760) 89,860none 68 
Cayuga and Susquehanna.... | 35) 687,000} 400,000) 1,070,786 74, 241| 23,496)none}.... 
Erie, (New York and Erie)... ‘ {464/10,000,000/24,008, 865 83,070,863)|3 537, 766/1,691,623, 7 | 78% 
Hudson River.............- « 1144] 3,740,515) 7, 046 5895) 10,527 ,654 1,063,659 388,783 none) 67 
FOTIOI 2166 69:3 0:56 o:n9.05-00 010511: ee [LOO a aewO 977,468 6,102,935) 681,445) 324,494) 5 | 55 
Long Island... .... s+. sees « | 95] 1,875,148 516,246| 2,446,391] 205,068) 44,070none| 30 
New York Central ........ . |504|2,085,600|10,773,823)38,859,423).... .... |... ese .-. (114 
Ogdensburgh (Northern)..... « 1118) 1,579,969] 2,969,760) 5,138,884) 480,187) 195,847none| 29 
Oswego and Syracuse........ “ “| 35! 350,000; 201,500} 607,808} 90,616) 43,609, 4 | 70 
Plattsburg and Montreal.... ‘ | 23} 174,042) 181,000) 349,775|Recently jopened. |none).... 
Rensselaer and Saratoga.... ‘“ | 25} 610,000} 25,000) 774,495) 218,078) 96,737|....).++. 
Rutland and Washington..... ‘ | 60) 850,000) 400,000) 1,250,000 Recently opened, |....|..-- 
Saratoga and Washington.... “ | 41) 899,800, 940,000) 1,832,945) 173,545) 136,017jnone 30 
Troy and Rutland........... “ | 82) 287,690} 100,000; 829,577 Recently opened. |....| 33 
Troy and Boston............ ‘ | 89} 480,936] 700,000) 1,043,357|Recently jopened. |none|.... 
Watertown and Rome....... « | 96] 1,011,940} 650,000] 1,693,711| 225,152] 116,706 8 | 92 
Camden and aeT « rnb s neue N. J. | 65] 1,500,000)......... 4,327 ,49°)1 888,385) 478,413.10 {146 
Morris and Essex........... “| 45] 1,022,420] 128,000} 1,220,325] 149,941] 79,252) 7 |.... 
New Jersey.. veseaeee © | 81] 2.197,840| 476,000] 3,245,720) 603,942) 816,259)10 181 
New Jersey Central... ..... “ | 68] 986,106} 1,500,000) 2,379,880) 260,899; 124,740) 3 |.... 
Cumberland Valley.......... Penn.) 56| 1,184,500, 18,000) 1, 265 ,143 118,617 76,890] 5 |.... 
Erie and North East..,...... “ | 20 000)... ae. "750,000\Recently opened. |..,, |125 
Harrisburgh and Lancaster... “ | 86| 830,100, 713,227) 1,702,523) 265,827 106,320) 8 | 52 
Philadelphia and Readi . 95) 6,656,332) 10,427,800 17, 141 987 2,480, '626 1,251,987; 7 | 81 
Philad. Wilmington and Gait, | 98! 8(850,000 2,403,276) 6,818,800! 867,785' 280,5011 G | &0 
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Railway Share List, "Deaule and Brantford Railroad, 
Compiled from the latest returns—corrected every Wednesday—on a par valuation of $100. hry Pe connecting Buffalo with the Southern 
F - a Stead std peninsula of Canada and by which the trade of 
‘ i 3% | 8S en ts that most fertile portion of the Province will be 
3| 3 3 S 3 Ee ae & | § |opened to that city, was put in operation on tle 
NAME OF COMPANY. | = a ge |Aq. Ee J | q [20th instant. Ata point near Brantford, Canada 
2 $ & og 2's z S 3 2 8 West, this road will intersect the Great Western 
= s 5 3 2 E* Pm a. & E Railway, which is now nearly finished to Detroit 
River, thus giving Buffalo a very direct land com- 
: munication with Detroit and Central Michigan. 
Lean hie Leary sowrode RUSE 9,768,155| 5,000,000|13,600,000|1,943,827| 617,625)..../ 94 |The Buffalo and Brantford road however will te 
Pullodeiphie an Trent ee feet |r cca L oak coe, Losses aduon tbaldsheep SIMOMDRLE katana naires eae ae Relea 
Baltimore and Ohio... .--- - Ma. 381 |9,188,300| 9,897,12319,542,807|1,825,668| 616,884| 7 | 6740 the Eastern shore of Lake Huron, by a route 
Weiingien meee. 5 heey 7 = 1,650,000]. .... .... 1,650,000 rn re io 281 8 |.... {Varying but slightly from a direct line. It is 
altimore and Susquehanna.. ‘ | 57 |......-- lo Cweenene beans aces 413,678 Recek <s i i 
Alexandria and Orange.... .. Va. | 65 |...- ee. @ ccee cece In prog. |.... ee] eeee caee sece|eeee si wucynyactncntecta odes of ie 
Manassas Gap.... ..-+ sees ee a ror is oad anes In prog. eB. wa shienieweds eres PTET ine 2 now to, be presged forward With 93 ire 
Petersburgh.........-.. se. | 64| 768,000] 178,867] 1,168,928] 297,698) 72,870| 7 | 77 {cable enced and when completed this, line. will 
pay marn 4 and Danville rary ” | 73 ett 200,000\In prog. |... ..--|eees sees ....| 70 {shorten the travelled distance to Lake Superior 
ichmond and Petersburgh.. “ | 22 OGD}. 22.00 wee. 1,100,000) 122,861} 74,113 none} 40 ; i ; 
Rich., Fred, and Potomac.... “ | 76 /1,000,000} 503,006) 1,531,238) 254,376 113,256 7 1100 + we posse ge nd om aah Ree ers 
Get eivescansttutirdehas « | 62 |1'357.778| 640,000| 2,106,467| 62,762|.... .... cas fect et Srenty haere, . This wil be. of sem Be 
Virginia Central... .... .++- « |107 {1;400,100| 446,036|In prog. | 176,485| 74,902none| 61 | Portance to the great tide of travel which will 
Vege oo me ihe A a | _ woo 1,500,000}[n prog. |.... ....|..++ eee none} 98 |set in, toward the iron and copper regions, upon 
inchester and Potomac..... 2 180 120,000} 416,532) 89,776)........ 12 |... |the completion of the Ship Canal d th 
Wilmington and Raleigh... . N .C.\161 |1,338,878| 1,184,698] 2,965,574| 610,038] 158,898) 6 |.... A SOO i ire 
Charlotte and South Carolina. 8. C. 110 b i aSaibalivees dace cbs ina aed wie aoe ean Dot) rete Cee Halls. 9¢ the, Sep, Ste. Marie, and which will be 
Greenville and Columbia..... “ (140 |1,004,237 300,000 In prog. |.--- eecejocce eves vesabiau about the same period with the completion of the 
Bouts yee soos on .  |242 |8,858,840| 3,000,000) 7,002,896|1,000,717| 609,711) 7 [125 Goderich Extension of the above road. 
ilmington an encnestet. Tee ci lo ccc cock focee acca In prog. |.... ceccjooce cece eceekeeee 
Georgia Central... .... ....- Ga. |i9i |8'160,000| ” 306,187] 3,878,182] 945,508) 608,625) 8 [i165 We epe: gia Green, sande lates Dati 
Georgia .... . STII ler {4'000;000] 1,214)... .. 984,494] 456,468| 73¢|.... | Commercial Advertiser, that the Company have 
mea Western... .... » ft ea 1,214,283] 168,000| 1,596,283| 296,584] 153,697/ 9 |100 |Spared no expense in obtaining the right kind of 
MOM \ucawisws ones cnesys © LTE Le cilece cel oces coves In prog. |.c.- sece|oove eees seee|eeee |& Ferry Boat to connect the road with the City of 
South Western.............. « | 60 | 586,887) 150,000} 748,525) 129,895) 71,535) 8 |.... i : wee 
Alabama and Tennessee River Ala.} 55 |.... SiR sek nenes In prog. cece swaviiaes : coe leceelecee Settle rene Ngee ii ene 
Memphis and Charleston..... “ | 98 | 776,259) 400,000)}In prog. |[.... ..--]see eee socclooes equal in every respect to the New York: ferry 
Mobile and Ohio......... eee © | 88 | 879,868}......+-.|Im prog. |.... 020. /eone v0e. sees leee. |D0at8, has been constructed in Buffalo expressly 
Mesooery and West Point. ™ . 688,611). .... .-- 1,330,960| 178,542) 76,079) 8 }.... | for this purpose. One novel feature in the Jnter- 
Decce cece cope qacs ose ee Set ins neki wanes eWoclsded] cvct Baers eccelccce 7 i i being 
East Tennessee and Georgia. Tenn. 80 | 835,000} 541,000)[n prog. |........ sone ndedpcebal dees Se ey ore eee 
Nashville and a o a. 2,098,814)  850,000}In prog. [.... ....].oee cone levee lecee poepeek bys quae hed; seen ane 
Covington and Lexington.... Ky. | 38 {1,430,150| 900,000\In prog. |........|.... "TT ETT "eg [Seventeen feet diameter; which is worked by a : 
Frenkioet and Lexington scans ° | 2 857 218) ..... se. 584,902} 87,421) 44,250|....| 80 |locomotive engine of 450 horse power, 8814 inch i 
Maysville ~ eee: S bt ad eee eres eee ce |eewe cece sees coos [sees lees | Cylinder and capable of making 55 revolutions per ‘ 
Cleveland and Pittsburgh... Ohio.{i00 {i.289,450] 1,871,000] 2,063,756) 194,429] 129,806] 6 | 93. | minute. Although a screw does not strike us as { 
Cleveland, and Erie........ &. ©. 5B hewn omedihe cnn sone dine vi seseleces cocsfeces coca [cease |eoee | -UmS CamDtly the best mode of propelling ferry 
Cleslend ane Caapies. sek , ass 8,027,000} 408,200 nyo 777,798} 488,45412 [124 | boats, especially where the trips are short; un- . 
Calmmber and ake Rese nn | @t cc oLoL sce sataa fasta tcc] scewasa|Soces2tal 1c: [dos hey enna see See | 
Cincinnati, Ham and Dayion “ | 60 12,160,000) 600,000] 2,659,653) 301,798] 200,967|....|i08 | om" across tbe Seam as a ee 
Cincinnati and Marietta. .... of) loess fade ceeee R eephenss In prog. |... PO NATE round ; we hope this will succeed according to the | 
Dean or Ronen Diced ede’ « | 40 | 810,000} 550,000, 925,000)Recently opened. |.... 80 |expectations of the Company. This is, however | 
.- ; ™ 2 ? ’ 5 
Deyn oe an > iveses gy io eaind aie Shas poeen in: lases edeulsnes aust el an important matter as a question of time, of iy 
pwc ohn» ae i alana on fo a : eee ceed ddcel cece Sede cece which it takes considerable to wind a boat—very ' : 
Hillsboro «7... .c.sevee sees os @ 4 SP besegces ret ole: fimgpees.. |casa.caasl cos cane lesenlensed tet theater ane ane ee iF 
Little Miami.. ... © | 84 12870,784). 2... 220 2,634,157| 626,746) 314,670] 10 |113 | ¥a¥-—The International is 167 feet long on deck 
ej “td hake Bi Mhceata « |. ...} 900,000} 1,000,000} 1,855,000).... ....)........ wee |e | Das 80 feet beam and 10 feet hold. The Niagara, 
iver ee 7 ' i , 
oa oe | a abet rie. hi "3T pettiuees 1,767,000 hee cy 540,518) 113,401).... 2 at Black Rock, is seldom elosed by ice of suffi- 
Ohio and Mississippi..... .... as bc 7 ahaa cadke ocala TA shoes tabastea sal So at See ee oe te eee ©, Beep : 
Ohio and Pennsylvania... . «187 [1,750,700] 2,450,000]... .... _[Recentlylopened. |.... |... |*a! boat, owing to the strength and rapidity of rp 
oun oP hmong ease + eae lane eee |eeee sees In prog. |+++ «+s wees cece leeee{eeee [itS Current, and yet it is so far above the Falls— : 
Holode, Nocraik sed Glace « {ia'| ‘sia\odol ” 660,000] 1,s17,adolssceatiy opened. |-2.2|@8lgom thea ease of accideeke, The foot thal | 
Xenia and Columbus... .... « | 4 11,002'187| 119°600| 1'257°714| 287,506| 185,868) 16 (116 |40™ ‘nem in case of accidents. The fact that E 
ae and Illinois....... Ind. | 81 |........ bh edie tia In prog. ince tredbios the , Fnternetenel, bet Deen consrncind ang 4 
ndiana Central ............ Gee Pe TREES © SORES cafe MARRERO pO “**"|"99 | farnished = i. 
Indiana Northern.. ‘ we ee Jicsaie ‘naa’ we Recently opened. ti 118 ture ; and para me, Buffa apes miei 
Indianapolis and Bellefontaine dn 9 PRR JR ‘+ ve lees. (166 i 501 PB ge | 
Lawrenceburg and Ind.... .. «| hl See we: Aus In prog ne Pre a Sus 77 apenks Mighiy of Hat ein}. 20.9, PIPES. © PAM | 
Lafayette and Todionapolie. s. OB ies sdk. | cdaetney tee aes a Recently opened. “ro. | 82 pootares. | 
Madison and Indianapolis...“ | 88 |1,660,000,  750,000| 2,400,000| 516,414 268,075] 10 | 70 
any —pcaregpens oe - 140 |... cece le scoe seco {IM prog, |... vs. [esse cseeleeee| 65 |LOCOmotive Engines for Sale. 4 
ce € a9 2QrF o ' 
Rock Island and Tndianepo = m4 72 | 632,287| 663,100] 1,353,019) 105,944; 71,446) 4 (108 wo ~~, fon ore Byg oym to a5 foot, 
ina nee: MN. | ones Jeune woes | ences voceleses sees ekesRetetas ee thes Ledeleaue gauge, ns weight, inch C linders, 
Ti ae * oral bodes snp ie 2,400,000} 4,000,000 4,600,000 ouadte até be 56. eae meee and 54 — 6 feet seinen. ts bby ane of the best 
oe me yoann bdbiats eae «das cetbhind Sods vache Os aebelesValineve me de ose) makers in the coun ew, and offered for sale 
re: g in ere “| 92 |1,982;861| 500,000\In prog. | 473,548 "386, 152)....|122 | because not required by those ordering them. En- 
igan Southern.... ... . .. Mich. 315 2,800,000} 2,629,000) 6,430,246) 692,187 298,046 126 ire at the office of ailroad Carnal, 
Michigan Central... . « "1989 |4,000,000| 4,067,396] 8,614, “g tros {9's ingyen cg pn " | 
Pacific see cee ’ } , r) 8; 1 193 sees seee sees eee 8 108 9 Spruce-st., up stairs. ii 
SOoe CHS Cee Cees SEEee Mo. | 38 1,000,000) none, ‘progres Recently opened. sees cove Dec. 24° i 
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Erie Ratiroad. 
we sas been spoken to, complainingly, ty a 
friend in reference to one or two matters in our 
notice of the late report of this company, in our 
lastnumber. The ground taken was, that the re- 
te PP in some important particulars, full and 
satisfactory, it should be received as an amnesty 
for past offences, and that having in the main ac- 
complished the objects of our recent criticism upon 
the management of this company, we are now 
bound to speak well of the management of this 
great work in which the public are so deeply in- 
terested. 

We intended no offence, nor do we think we ex- 
posed ourselves to just censure. In publishing the 
present construction account of the company, con- 
trasted with that of last year, we unintentionally 
omitted to give, as we should have done, the ex- 
planation for the decreased amount set down as 
paid out on account of interest paid onstock, which 
was as follows : 

“In the report made to the Legislature, for the 
year ending September 30, 1851, this amount was 
erroneously stated as $24,028,868 20, whereas it 
should have been $23,049,385 26, being a differ- 
ence of $979,472 94, The error, or omission arose 
from charging the interest paid during the year 
1851 on the stock and debt of the company, di- 
rect to “Interest Account” instead of charging it 
to “Transportation” or ‘‘Net Revenue” Account ; 
and reporting the gross amount of interest paid, 
instead of the balance of interest. The above 
amount, $979,472 94 being the balance of ‘‘trans- 
portation,” or net revenue, for the year ending 
Sept. 30, 1851, and should have been carried to 
the credit of “Interest Account,” before the books 
were closed, but was not done until after the 
report for 1852 was made, thus carrying the same 
error into the next report. The amount reported 
for 1852 was $27,551,205 71, but should have been 
$26,571,782 77. 

“The total amount of interest paid for the year 
ending 30th Sept. 1851, was $1,265,575 67, from 
which should be deducted the net revenue, $979,- 
472 94, leaving a balance of $286,102 73, charge- 
able to construction for interest on stock, as per 
terms of subscription, the road not having been 
opened to Dunkirk till May, 1851; and interest at 
the rate of six per cent per annum was paid on 


the stock up to July 1, 1851: from which time 
the dividends commence.” 


In the table published by way of contrast to 
the present statement of the company, the item of 
$1,048,199 58, for passenger and freight stations, 
buildings and fixtures, was accidentally omitted. 
The above corrections will be readily made, by 
reference to the tables. We published them toge- 
ther as a vindication, furnished by the company, 
that we were correct in refusing to receive the 
statement made last spring, as showing the true 
state of the company’s affairs. We are glad they 
have discovered an error, which, but for our at- 
tack, as it is called, upon the company, might 
have remained uncorrected to this day. 

But the great ground of complaint is the slur, 
as it'is termed at the habits of the company of 
making incorrect statemedts. A slur is no argu- 
ment, we admit, and reflects no credit upon the 
person making it. We think, however, that a 
more particular statement of facts alluded to, will 
show that the remark, though made without re- 
flection, was not out of place, 








the sapast does not ew what ha Sra of the 
nét earnings of the company, stated by Mr. Loder, 
in' March Jast to have been $3,963,795 47, up to 
Sept.'30,. 1852. Now so long as a road is in pro- 
gress, and a portion of the interest upon its cost is 
paid from capital, and when a portion of its earn- 
ings goes into construction, or what is the same 
thing into capital, we claim that the directors 
should charge themselves with such monies as well 
as monies received from - stock or bonds, We 
presume no one will deny this proposition. We 
take it too, that an interest account should be 
kept and published while a read isin progress, if 
for no other purpose than to show the rates that 
have been paid. Ezorbitan/ rates may impeach 
the integrity or capacity of the managing parties. 
We suggested no improper use of the money re- 
ceived from earnings, only the propricty of show- 
ing the uses to which it had been applied. 

By turning to the last report of the company 
for the years ending Sept. 30, 1852, we find the 
following statement of earnings, expenses and in- 
terest, viz: 
1850—grosss receipts $1,064,134 

Transportation 
expenses... $518,412 
Interest...... 421,751 


940,168 
Surplus.... ——_—— $123,971 
1851—Gross receipts.... .... $2,271,673 
Transportation 
expenses. . . 1,121,649 


Interest...... 918,716 


2,040,865 


Surplus.......... cee gai 
1852—Gross youninta..« 


»» $3,587,766 
Transportation 
expenses... . 1,871,168 
Interest...... 
Dividends.... 


eee 


Total net earnings for three years ending 

Sept. 80, 1852..5. 0... sees eeeee 90,603 

From this sum should be deducted $117,161 30 
balance of transportation account for the year, 
which, by reference to page 64 of the report, it 
will be seen the company charged themselves with 
it, at the commencement of the fiscal year just 
closed. Why was not the balance reported at the 
close of the previous year, credited? Or. rather 
why was not the accumulated balance of three 
years, amounting to $490,608, credited? We are 
not raising the question as to the proper or im- 
proper use of this money; only that its applica- 
tion to some object should be shown; a matter 
we apprehend, very few persons will dispute.— 
“Transportation Accounts” for 1850 and 1851, 
similar to that prepared by Mr. McAlpine for 1852, 
would have told the whole story,—would have 
substituted facts, where we are now only left to 
conjecture. 

Again we charged that the actual earnings of 
1852 fell short of the reported earnings for the 
same period, leaving an inference that the deficit 
or a portion of the interest and dividends was made 
up from capital. This charge, often repeated by 
us, has never been denied. If incorrect entries, 
touching one point, are made upon the books of 
the company, or to the public, the inference is, 
that others of a similar character may be made, 
touching other points. We are satisfied that the 
Erie road did pot caro $8,587,776 in 1862; and 
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evidence, we give the following table; showing 
the receipts or earnings as reported by the compa- 
ny from month to month, for 18538, and the actual 
receipts or earnings as stated in McAlpine’s report : 
Earnings 
as stated 
Reported by Mr. 
Earnings. McAlpine. Deficit. Excess. 





1852—Oct. .. $376,838 $374, 232 $2,606 
Nov... 848, 562 340, 983 7,579 
Dee... 852,188 346,174 6,953 
1858—Jan... 304,164 268,898 40,752 
Feb... 308,588 287,011 21,576 
March 371,479 863,887 7,642 
April. 423,076 412,288 10,787 
. May.. 389,412 350,142 39,269 
June.. 362,748 836,018 26,780 
July.. 332,069 318,182 18,886 
Aug.. 403,683 410,671 ie 6,988 
Sep... 512.639 516,019 8,879 
Total.... 4,488,389 4,318,962 176,784 10,867 


The above result gives us one of the habits of 
the Erie company, and a very bad habit too! A 
habit which was practised in 1851-2, and never ful- 
ly corrected; The road has stili the reputation of 
earning a much larger sum that year than was 
earned. This habit Mr. McAlpine has exposed, 
though it does not appear to have been corrected, 
not from his fault, however. From his report. it 
appears the excess of earnings reported by the Co. 
from month to month, to the daily press, exceeded 
the actual earnings by $176,784 39! That up to 
August every month shows an excess! That in 
January this excess is fully equal to twenty per 
cent of the whole earnings; in May to about 12 
per cent; in June to 8 percent. That this excess 
is not so uniform in its character as to indicate 
the operation of some genera] loan by which the 
whole can be explained. Wedo not see how the 
over-statement in January could have been other 
than designed. January is the poorest business 
month, and the ordinary draw backs in it were 
undoubtedly smaller than in any for the year. 
The inference is that $40,000 was added as a stock 
jobbing operation; that it was a regular piece of 
cooking. So too with the excess for May. We 
think that an examination would show that a 
grand “rally” was made in Erie about that time. 
Should the truth ever come to light will it not be 
seen that the earnings for August and September 
are vastly over-stated? The excesses for January 
and April were $80,000, and why should not those 
for August and September be $150,000? The pre- 
cedent is good for thissum. The necessities of 
“operating” parties are undoubtedly equally great. 
With uniform experience, and a most powerful in- 
terest against the supposition, is the inference not 
irresistible, that the reports for August and Sep- 
tember are not correct, as well as those for Octo- 
ber and November? Were the company disposed 
to state correctly the earnings for October and 
November, they have not had time to determine 
the amount actually earned. To pretend to give 
earnings under these circumstances, is only a con- 
tinued attempt to impose upon the public. 

Wetrust we have shown we have not dealt harsh- 
ly with the Erie company, and said nothing that 
is not justified by the facts. The great cause for 
regret is that facts should justify our censures. 
But while we have no desire to rake up the 
past, are willing to let the secret history of this 
company remain a sealed book, and to accept the 





present report as an atonement for past errors, ag 
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ja we they dave been corrected, ‘we shall. by” no 
means accept it»s an excuse for abuses that are still 
tolerated, one of whichis the monthly statement of 
earnings reported by the company to daily papers. 

They are not, and never have been, correct, as the 
company well know. In the first place, it is al- 
most impossible to make up the accounts so as to 
show the amount actually earned for one month 
until two or three have elapsed after its close. 

Were not the exaggerated reports for January, 
April, and June made for the purpose of bolster- 
ing the stock? If such were the object, how 
easy would it be to exceed the fact a little. This 
is the reason why we have objected to having the 
more important places in the company filled with 
parties engaged in stock speculatious. This has 
been the evil star of this noble enterprize; the 
great obstacle in the way of its success, and the 
great stain upon its reputation. A portion of this 
incubus that weighed it down, was thrown off last 

summer. It apparently wants further lightning, 

Let the directors, most of whom are gentlemen of 
the highest respectability, aad are as we know, 

sincerely desirous of having the work conducted 
in the best possible manner, clear the concern of 
all parties who have other objects than the good of 
the road, and they will take the /ast step necessa- 
ry to the full success of their road. So long as 
they failtodo this, they will find their management 
watched, as it will need watching. The road is 
doing well. Its actual earnings appear to be suffi- 
cient to provide for all the demands upon the 
company, and pay a reasonable income to the 
stockholders. They certainly exceed public ex- 
pectations, and bid fair very rapidly to in- 
crease. 

In the mean time we are happy to bear testimo- 
ny to the general excellence of Mr. McAlpine’s re- 
port. Its appearance is an era in the history of 
the company. He has rendered the public an in- 
valuable source. He has brought order out of 
chaos. The details of the working economy of the 
road are excellent and such as only could be pre- 
pared by a master of his art. His financial state- 
ments will serve as a model for future reports. 
But there is still work for him todo. So far as he 
has gone, he has done admirably. It is his habit, 
to do weil whatever he undertakes. We hope it 
will be long before the Company will part with his 
services. 

We hope too that we have done the Company 
and-the public some service, though in a different 
way. Our reward has been a plentiful share of 
abuse, offset in part, by the consciousness that we 
have been in the line of our duty. A man who 
tells unwelcome truths must not expect the grati- 
tude of those to whom they are told, however 
much they may be benefitted. The smoother 
path and more profitable course, for us, would 
have been, to have followed the example of other 
papers, to have puffed the Company, and tickled 
the ears of the public; and when the catastrophe 
happened, to have preserved a solemn gravity, till 
the memory of our previous fooleries had been 
forgotten, and then to have claimed, that the re- 
Bult “was exactly whal we had expected”. 


Having got through with our articles upon the 
Pacific Railroad we shall commence next week the 
publication of the more important portions of the 
Erie Report, with the tabular statements annex- 
ed, 
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Way. and 

The tables annexed to the. late report of the Erie 
railroad company furnish some interesting and va- 
luable evidence as to the amount of through, com- 
pared with way, business on railroads, This road 
is, eminently regarded as a through passenger 
route, yet although we find the number ofmiles 
travelled by through passengers equalled just one- 
half the miles travelled by way passengers; the 
gross receipts from the former were only about one- 
third the receipts from the latter, and the net, re- 
ceipts only about one-eight as great. The follow- 
ing statement will show the proportion” that 
through mileage, receipts and expenses, bear to 
the way travel. 

Total number of miles travelled by passengers 
were as follows: 





Through mileage . cgaeane toen.necnden ee 
WAG > Seeuecce mane eena@es 62,280,361 
Total.. re . 98,482,361 
Number of through passengers. .  .78,700 
. way: .vfegeih saadresies - 1,075,737 
Total.. mébnmneee.cus . 1,154,437 
Total seattle fro rom ss dvowale RS 
MB nnas seve cect coqgccewnnmat $467 438 37 
fotal receipts from way passen- 
GOED iS iin be iiss we ceistde etlerns 1,163,465 89 
TONG nna cknn.nnne, ted . . $1,680,904 26 
Cost per passenger per mile. ea eat ike 1.128 cents. 
Average distance travelled by through 
WEE cc caus cede cecncatetee 460 miles. 
Amount received from each through 
passenger........ aibing> ite $5 94 
Cost per through passenger . rieesi thane 5 19 


Net am’t received from each thro’ pass... .$0 75 

Amountreceived per mile from pgs 
passengers... ‘ 

Net receipts from. through passengers 
DOE WIR: oon. «900 4+ 06 desnnse 

Expenses of snonah passenger came 


PORCREIID co as c00d cone cpve cst avi $408,433 37 
Net amount of receipts from through 
59,025 00 


pateeiNeee sco. ve Sete ee di ie eee 
POM cnce.r0delsede guns ions ides edges OF 
Average amount of receipts from each way 
DRSURGO oo.00,s0supecd.cces coda cease sees Me: OF 
Average distance travelled by each way 
PORDOMGOT 0... occ coc poss eyes cece OO ME. 
Average amount received from each way 


Se PE? eet ee) eer $1 08 
Cost of each way passenger.............. 0 66 


. 1.29 cents. 
167 cents, 





Net amount received from each way passen- 
GIR cas sige téecepee 0866 pees tie epeate $0 43 
Amount received fs A from éach way 
passenger.... ....-. 


- «+. -1.86 cents. 
Net amount received per ‘mile per pas 


BONGO. oa )sic ss ko Pahaide 606 741 cts. 
Expenses of way transportation. base $700; 899 89 
peu SMES. 5. vetnes 462,566 00 

$1,163,465 89 
Gross amount of way earnings..... $1,163,465 89 
" “ through “ ...... 467,457 387 


Proportions of way to through earnings...21¢ to 1 
Proportions of net way to net through 

CarpingS.... .... see on: Epes omy 8 telnearly. 

We presume that it costs as much for this road 
to move a trough, ag it does a way passenger. 
Assuming that the company run four trains each 
way daily, which, we believe, is the fact, and one 
on Sunday, this would give 2548 through trains; 
and thirty through passengers each train ; or 78,. 
700 in the whole, 


to the company: withous expences oeeffort. spel 
nothing to secure it, Not so with the through bi- 
siness; this is competed for by numerous other 
routes, and so sharp is this competition, that the 
Erie, as all others doing a through business, are 
compelled to have runners scouring the country 
in every. direction, and agents permanently sta- 
tioned at important points, from which the road 
can hope to derive any business, and at so great 
a cost, that we have no doubt that the through 
passenger business of the Erie road for the past 
year, has cost more than the whole has come 
to. 

We also venture the opinion that since the open- 
ing of the road the entire through business of the 
Erie road has cost the company more than the 
through receipts, Yet there is no road in the Uni- 
ted States of a similar character that is supposed 
to be doing so large a through business. 

We give the above result of the operations of 
the Erie road more for the purpose of enabling 
parties who are in various parts of the country, so 
eager to build new roads to connect points al- 
ready sufficiently well accommodated in this par- 
ticular, to save a few miles or minutes to the 
through traveller. If the roads already built. ac- 
commodate the /oca/ business, an expected through 
trafic can never justify a rival work. It may be 
laid down as one of the fundamental principles. of 
railroad economy, that a road dependent upon 
through business never pays, a principle well sus- 
tained by the experience of the Erie railroad. 
Direct Parallel Connecting-Rod for Loco= 

motives. 

In some recent engines by Wm. Swinburne, of 
Paterson, N. J., we have noticed a form of main 
connecting rod wherein the strap is extended at 
the forward end and connected by a joint directly 
to the parallel rod. This description of rod, ap- 
plicable only to outside connected engines, pos- 
sesses several advantages over the ordinary meth- 
od of prolonging the crank pin and attaching the 
coupling rod outside. 

The line of pressure is brought directly from 
the piston rod to the most remote crank pin, with- 
out producing strain upon the intermediate boxes. 
A pair of brass boxes and the fitting and attend- 
ance required for keys is saved. The weights of 
crank pins and of the parallel connecting rod is 
very much reduced, and their disturbing action 
consequently diminished ; it being well known 
that the internal disturbances i in locomotives are 
proportional to the weights of the reciprocating and 
revolving parts; and that these disturbances are 
aggravated by a removal of the forces from, the 
planes of motion of the wheels. 

The strains on the crank pins are also reduced 
in proportion as they are applied nearer the face 
of the wheel, and in reversing suddenly there is, 
therefore, less danger of breaking the pins. 

The slip of the wheels, coupled by this connect- 
ion, due to the obliquity of the main connecting 
rod at half stroke, is practically nothing. | With 
a connecting rod 7 feet long between centers, and 
having the joint 6 inches from forward crank pin, 
the slip of the back crank pin, with a 11 inch 
crank, is 1-20 inch, producing a slip at the p 
phery of a six feet wheel of about 1-6 itich, » 








occurs four times at each revolution, This may 














prevented by a little allowance in the inner 
half of the box of the parallel rod. 

The joint and direct rod have been often used 
for coupling three or more pairs of drivers, but 
not until recently for connecting all the drivers 
‘with the piston rod. We see by the Scientific 
American, that J. B. Martin, of Corning, N. Y., 
has applied for a patent for the latter application, 
one which we had all along supposed was first 
made by Mr. Swinburne. 5.6. 


Rival Roads. 

In many portions of the country, parties are bu- 
sily occupied in getting up works which, to a 
greater or less extent, must share a business al- 
ready enjoyed, and sufficiently accommodated 
by roads, already built or in progress ; rival works, 
which must come in conflict with established lines 
and established interests. As the construction of 
railroads in this country can only be regulated by 
appeals to self interests, and to the sound sense of 
parties engaged in their prosecution, it may be 
well call atiention to the difficulties that rival 
works will be certain to encounter, whick may 
require sacrifices much greater than any good to 
be obtained, and may even involve in ruin the 
parties connected with them. 

No road of any considerable magnitude has 
been constructed in any part of the country, which 
has not taxed the means of those building it to 
their utmost extent, as every Railroad-man will] 
' testify. With the general sentiment, and the 
united efforts of the community in their favor, 
with the co-operation and good will of capitalists, 
and with estimates of income,:and which no one 
attempts to controvert, it has required the greatest 
exertions to construct our dest paying lines. In 
many cases of success, one straw more, would have 
breken the cammels back. 

If such be a correct statement of the difficulties 
encountered where all the circumstances con- 
spire to a favorable result, how are projects to 
realize success, which can command only a portion 
of the means of the‘communities in which they are 
located, whose construction is regarded as of doubt- 
fal expediency even at home, and which, instead of 
receiving the co-operation and support of capita 
lists, are sure to meet with discouragement and 
opposition. Swch are the adverse circumstances 
with which many projects now presented upon the 
public will have to contend, and which must be 
fatal to their success. All new projects are here- 
after to be much more carefully scrutinized, than 
formerly. Becanse railroads have been construct- 
ed with apparent ease in certain parts of the 
country, is no reason why this should continue to 
be the case. The investments that have been 
made will create a feeling of caution, wherever 
a road has the look of being a rival work, it will 
have to make out the strongest case to secure for- 
eign aid. The feeling is general that their construe- 
tion is being overdone in many parts of the coun- 
try. This fact should by steadily kept in sight 
by all parties undertaking new projects, and who 
may in any contingency, be compelled to rely 
upon aid from abroad. Such aid will no/ be given 
unless a most satisfactory case be made out. Ca- 
pitalists cannot fail to have seen that in many 

parts of the country, such as New York, Ohio and 
Indiana, that theRailroad fever has reached a pitch, 
that should al the schemes proposed be carried 
out, the inevitable rym of may of our best paying 
















lines will be the consequence. Monied men, if they 
have been previously chargeable with buying with 
too little care, will for the future, err on the side 
of caution, if they err at all; and will wait to 
see how their previous ventures are to turn out 
before going into new ones. 

This is not only the wisest course for capitalists, 
but is as useful to our own people as to them. The 
true test by which to determine the expediency of 
a road is, will it pay upon its cost? Unless this 
can be answered in the affirmative, the project 
should be abandoned just as certainly as should 
any other non-paying enterprize. The moment 
this rule is overlooked, we are afloat without chart 
or compass. A road which threatens seriously to 
divide a traffic accommodated by other roads, 
should be discouraged, on the ground that its con- 
struction involves twice the amount of capital 
needed for a given business. A road that reduces 
the earnings of railway property, (its own includ- 
ed,) in particular districts, below the ordinary 
rates of interest is not needed, and should not be 
constructed. The very fact that a new work will 
so reduce the earnings of other roads, proves 
it not to be required, and that the busi- 
ness upon which it must depend, is already suffi- 
ciently accommodated by existing lines. We ap- 
prehend that capitalists entertain the same views 
that we have expressed, and will act upon them. 
This is one great reason why new projects find so 
much more difficulty in borrowingimoney, now, than 
formerly. It is the result of acaution growing 
out of previous investments, which is exercising a 
most wholesome influence in checking a propensi- 
ty which is everywhere manifesting itself to rush- 
ing headlong into new and uncalled for pro- 
jects. 

We had not intended to have made any direct 
application of the above remarks, and should not, 
but for the fact, that since they were written, we 
have received from Ellwood Morris, Esq., a copy 
of his report of the final .location and probable 
cost of the “Cincinnati, Hillsboro and Parkers- 
burgh Railroad,” made by him, of the line of the 
above Railroad, from Hillsboro, the present 
eastern terminus of that line, to the Ohio River. 
In view of the difficulties encountered, and from 
the fact, that one road through southern Mhio 
would accomplish, substantially, all the advanta- 
ges of the two that have been proposed, Mr. 
Morris recommends a consolidation of the Hillsbo- 
ro with the Marietta, and the construction of one 
road for all that portion of the route common to 
both lines, 

The public, we presume, are well aware that 
two lines of railroad, known by the above titles, 
have been proposed, and are in progress, from 
Cincinnati to the Ohio, both having very nearly 
the same course and terminii, and both, to a con- 
siderable extent, rivals for the local business of the 
districts they traverse. The impropriety of the 
two lines has been felt from the first, and strong 
efforts have been made to combine them, but 
which, up to a recent period, from causes to which 
itis now useless to refer, have been unsuccessful. 
We are now happy to learn that these obstacles 
have been removed, that the consolidation of the 
lines is favored by the stockholders aad directors 
of both roads, and that steps are in progress that 
will soon accomplish the proposed measure. For- 





tunately, there has been but little work done that 
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will not be available by the consolidated line, so 
that nothing has yet been lost but dime, in this 
most important project, a railroad traversing 
southern Ohio from east to west, and cutting off 
the great bend made by the Ohio River, from the 
mouth of the Muskingum to Cincinnati. 

We have not been able heretofore to speak so 
well of either of the above projects as we wished, 
as the divisions which prevailed threatened seri- 
ously to injure, what otherwise would have been, 
a first class project. We know of no road in Ohio 
more called for than one through southern Ohio, 
in the direction of the above. It would have no 
competing routes between the Central Railroad on 
the one hand, and the Ohio River on the other; 
neither of which can be regarded as such. Pro- 
vided only one road should be built, we know of 
none in Ohio possessing more substantial merits, 
or better calculated to enlist the confidence and 
secure the co-operation of capital. In addition to 
an excellent and highly cultivated soil, southern 
Ohio is the great coal and iron region of the State, 
and must soon become the seat of a more dense 
and rich population than any other part of it, from 
the numerous industrial interests which her vari- 
ous resources will call into life. Southern Ohio 
already numbers some of the most enterprizing 
and thriving towns in the State, capable of supply- 
ing a large trafic to a railroad. In addition to the 
local trafic, it would become one of the most con- 
venient routes to Cincinnati for the great eastern 
cities of Baltimore, Philadelphia and New York. 


We have for some time past foreseen that the 
consolidation of the above roads must sooner or 
later take place, but we feared it would not be done 
until after a considerable amount bad been ex- 
pended upon work that would have to be aban- 
doned, Both routes are somewhat expensive for 
Western roads: the Hillsboro’ route vastly the 
mostso. Mr. Morris estimated the cost of the ex- 
tension of the Hillsboro, from its present terminus 
to Parkersburg, 119 miles, to be $5,865,138, or 
over $48,000 per mile. Between Hillsboro and the 
Ohio nine tunnels, of an aggregate length of nearly 
8000 feet. would be required! It is easy to see 
that the local means of the section traversed could 
never furnish a sufficient basis for a work of the 
cost of the above, especially for a work immedi- 
ately in the vicinity of another which has monop- 
olized the local means of the country, which has a 
stock subscription of $3,500,000, $2,000,000 of 
which are expended in construction, which occu- 
pies by far the best route in a business point of 
view, which is receiving efficient aid from power- 
ful interests outside the state, and a work which 
the public believe is to be speedily constructed 
whatever may be the state of the money market 
Under such cir¢umstarces, the present construc- 
tion of the Hillsboro railroad upon an indepen- 
dent basis, is impracticable. Aid from abroad is 
out of the question. The city of Baltimore which 
has previously favored the route will do nothing. 
The hands of her citizens are already so full that 
the necessary aid to the Baltimore and Ohio road 
has had to be given in their corporate capacity. If 
this great work, the pride and the hope of that 
city, cannot enlist the private means of its citizens 
in its support, what can be expected by a road out 
of the state, and whose value is remote and con- 
tingent. The Marietta isa shorter line and will 
equally accommodate Baltimore as tho Hillsbore, 
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and that city is not going to aida road: which: 


would neither add new, nor furnish additional ac- 
cumodations to a business already enjoyed. We 
regard the proposed consolidation of the above 
roads as most fortunate. Itisa result that neces- 
sity would have soon forced upon the Hillsboro 
line. The consolidated line will give to Southern 
Ohio all the railroad facilities required, and will at 
the same time form an attractive investment for 
capital. It will constitute one, first class, instead 
of two second class roads. We are happy tobe able 
to announce the probable speedy consummation] 
of the proposed union, an example which we hope 
always to see followed, ucder similar circumstan- 
ces. 





. Hollow Axles. 

We would call the attention of our readers to 
the highly interesting paper published in our 
number of the 26th Nov., from the Civil Engineer’s 
and Architects Journal for Oct., 1853. 

The experiments with solid and hollow axles 
are of the most interesting nature to the travel- 
ling community. We hope manufacturers and 
railroad companies will look into this matter. 

A specimen of the hollow axles are now on exhi- 
bition at the Merchant’s Exchange. 





Population of Cleveland. 
The census of Cleveland has just been taken, 
which shows the following result: 














Pop. 1850. Pop. 1853. 

BP seve ss isse cans es 7,837 6,395 
Oz, , ennaseektpescans 5,390 10,277 
eh... < .-empipees. once cont 3,603 4,339 
GF ees ened dest iwai 10,203 
Colored Pop.... .... +0... 211 405 
17,041 $1,219 

Ohio City ............... 6,865 9,992 
23,406 41,206 


23,406 





Increase in three years... .............+-. 17,800 





Ohie and Pennsylvania Railroad. 

The exhibit of the Ohio and Pennsylvania Rail- 
road, which we give to-day, says the Pittsburgh 
Gazette, presents the gratifying fact, that the re- 
ceipts for eleven months of the present year ex- 
ceed the estimate of the Chief Engineer and Su- 
perintendent for the whole year. The estimate 
was $600,000. It will be about $670,000. It was 
estimated that $600,000, after deducting expenses, 
would pay a dividend of 7 per cent. on the finish- 
ed portions of the work. The estimates are made 
good, and a surplus of $70,000 left. The result is 
highly honorable to the discernment and financial 
skill of the chief officers of the road, and is cal- 
culated to inspire public confidence in the future 
of this great work. 

Judging from the past, we may safely calculate 
that the earnings of the road for the ensuing year 
will be $900,000. We base this calculation on the 
fact, that the company have had the use of the 
whole road only about seven months of this year 
—that they have no adequate western connections, 
and that they have had to laborunder the disabil- 
ity of inadequate machinery, etc. If under such 
circumstances the road has earned $670,000 is it 
too much to expect it to earn $900,000 when it 
shall have the advantage of a choice of routes to 
Cincinnati, more favorable connections with both 
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warp railroad, aie tunnelled the Alle- 
ghanies, and done away with the inclined planes, | 
shall be able to accommodate in a triple degree 
the trade of the west? All these advantages will 
accrue to the Ohio and Pennsylvania Railroad in 
the month of January. The most timid financier 
will not say, in these circumstances, that our esti- 
mate of $900,000 is too high. 

The road has cost, including its stock, buildings, 
etc., nearly $5,000,000—some $150,000 less, which 
will be absorbed in the improvements the company 
is now making- About $2,000,000 of this is in 
stock, and $3,000,000 in bonds, bearing 7 per cent. 
interest. Allowing $400,000° for the expenses of 
working the road, which is about 45 per cent., a 
very liberal calculation on a road so well built 
and favorably situated, we have nett earnings to 
the amount of $500,000—or ten per cent. on the 
cost of the whole improvement. The donds, how- 
ever, only have 7 per cent. interest, and will ab- 
sorb $210,900, leaving $290,000 for the stockhold- 
ers, or 1444 percent. This is truly a flattering 
prospect, and it is as sound and safe as flatter- 
ing. 


Office of the Ohio and Penn. R. R. Co., } 
Pittsburgh, Dec. 3, 1853. 


Receipts in November, 1863.. . $93,427 17 
1852..0. was. 40,275 93 

Increase. . EUS Feed eeed . $33,151 24 
Receipts in 1853 to Nor. 30th. . "$604, 128 86 
1852 to same date.. 281,268 92 
FMCPORRG on 00. once coee cece cece sess $322,864 94 


The receipts in eleven months of 1853, exceed 
the estimate made by the Superintendent for the 
whole year, which was $600,000. 

8. W. ROBERTS, 
Chief Edg’r and Suplt. 


Jeurnal eof Railraod Law. 
TAXJATION OF RAILROADS, 

The Supreme Court of Rhode Island has, in the 
case of the Providence and Worcester Railroad vs. 
Wright, lately declared that the casement of the 
said company in the town of Smithfield, with its 
right of way and accompanying privileges in said 
town, together with its sleepers, rails, etc., are to 
be considered as real estate, and that the same 
are taxable as real estate, by virtue of the author- 
ity of said town. 

In accordance with this doctrine is the subjoin- 
ed decision of the late Court of Chancery, of our 
own State. 

Railroad Companies are not taxed upon their 
capital as personal estate, for that part thereof 
which is invested in lands over which the road 
runs, and in the railways and other fixtures con- 
nected therewith; but that part of the corporate 
property is to be taxed in the several towns and 
wards in which the same is situated, as real estate 
and at its actual value at the time of the assess- 
ment thereof. Mohawk and Hudson Railroad 
Company vs. Clute and othors, 4 Paige, 384. 

The capital stock of a railway company, which 
is not invested in its railways or other real estate, 
is to be taxed as personal property in the town or 
ward where the principal place or office for trans- 
acting the financial business of the company is sit- 
uated. 

Where the President of a railroad corporation 








furnishes the statement required by the statnte to 










eliverec to the assessors of the town in whic 
‘the corporation was liable to be taxed upon ii 
‘capital, but by mistake of law, omitted to deduct 
as a part of the real estate of the corporation that 
portion of the capital which was invested in the 
railways and other fixtures, and the corporatios, 
was assessed and taxed in that town in conform’ 
to such statement, the Court of Chancery refuse= 
to restrain the collection of the tax, leaving the 
parties aggrieved to prosecute at law for the 
amount which they had erroneously been compell- 
ed to pay. 
GRANTS OF LANDS BORDERING ON HIGHWAYS, BTC. 

The following has been declared to be law by 
the Supreme Court of Rhode Islaad, in the case o 
Hughes vs. the Providence and Worcester Railroad 
Company. 

When a grant of land in fee describes the prem- 
ises conveyed as extending /o or bounded on the 
highway or river, the land would be conveyed to 
the middle of the highway or river, unless some 
portion of the deed or of the monuments of the 
land should clearly manifest that the intention and 
understanding of the parties in regard to the 
boundaries of the premises conveyed was different 
from what might be inferred from a strict con- 
struction of the language employed by the grant- 
er. 

THE CONSTRUCTION OF RAILROAD CHARTERS. 

Where the charter of a railroad company em- 
powers them to pass over or under a road and 
gives the town Council the power to regulate the 
mode in which such company shall effect the pas- 
sage in question, they are not justified, so far at 
least as private individuals are concerned, in 
adopting a different method of traversing the road, 
even although they procure the consent of the 
town Council for that purpose. If in consequence 
of this deviating from their charter private indi- 
viduals suffer, the company are liable for damages 
In the case of the Providence and Worcester Rail- 
road, on a portion of the route the level of the rail- 
road was 8 feet below the level of a highway. The 
company left an open space over the highway, 
with the assent of the City Council, who changed 
the course of the highway in order to admit of the 
company’s adopting that method of passing the 
highway. 

Hughes vs. the Providence and Worcester Rail- 
road Company. Supreme Court of Rhode Is- 
land. 

RAILROAD INJUNCTIONS. 

The United States Circuit Court for the Western 
District of Pennsylvania, on the 17th instant, 
granted an injunction against the City of Erie and 
others, to restrain them from injuring the Erie 
and{North East Railroad, and from interfering to 
prevent restoring those parts heretofore 

The United States Circuit Court, Judge Irwin, 
refused the injunction of the Cleveland, Painsville 
and Ashtabula Railroad Co., vs. the City of Erie 
and others. 

We have not been able to procure copies of 
Judge Irwin’s decisions in those cases, but learn 
from the Pittsburgh Inquirer that in the case last 
mentioned. the grounds of the Judge’s ocsien 
were, in substance, the following. 

lst. Whatever rights can be claimed in this 
case by the Cleveland, Painsville and A. R. Rare 
derived from their agreement with the Franklin 





Canai Company, whose representatives in this 
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question they must tant or fall. 

By the original Charter of the Franklin Canal 
Company they weré authorized to construct 
éanal from Franklin in Western Pennsylvania 
north-westerly to the aequeduct below Meadville. 
By the act of 1849 the said Canal Company was 
authorized to make a railroadand to use its towing 
path as the bed of said road. It was also author- 
ized to extend its road from its Northern end to 
Lake Erie, and from its Southern end to Pitts- 
burgh. Thus definitive starting-points and ter- 
minations were prescribed by the Legislature and 
no authority whatever was given to the Company 
to commence a road at Lake Erie and to continue 
it to Ohio. Hence the Franklin Canal Company 
have if regarded as principals, constructed a road, 


not chartered by any Act of the Legislature of}, 


Pennsylvania, and the alleged rights of the Cleve- 


land, P. and A. RB. R. Co., claimed to be derived) 


from the said Franklin'Canal Company, are wholly 
imaginary. The contract between these two Com- 

panies was a nullity, and wholly failed te confer 
any privileges, for the reason that the Franklin 
Canal Co. acted without legal authority in regard 


to the construction of the road, and had no privi-| 


leges to confer, in respect to it. 

Such was the decision of Chief Justice Black of 
the Supreme Court of Pennsylvania, when this 
matter was submitted to his judgment. And in 
regard to the construction of State Statutes, the 
Federal Courts are to a certain extent guided by 
the Courts of the States by which those Statutes 
have been enacted.—10/h Wheaton, 14. 

2nd. The contract from which the supposed 
rights of the Cleveland, Painsville and A. R. R. 
Co. ‘are derived is void because the Franklin 
Canal Company had no authority to transfer its 
chartered privileges to a foreign corporation. 

The road having been abandoned to a corpora- 
tion chartered by the State of Ohio, if such aban- 
donment be operative, the Franklin Company have 
freed themselves from all responsibility in respect 
to their road. Whereas the charter of the Frank- 
lin Company has subjected them to certain duties 
which they should not be allowed to evade, by sub-. 
stituting another Company for themselves. 

The Franklin Company is bound to make an-: 
nual returns under oath, concerning its: financial’ 
condition. How can this be done when their 
privileges have been abandoned to another com-| 
pany % 

8d. Again, the road which the Franklin Com-| 
jpany were authorized to construct was according. 
to the Charter granted by the Pennsylvania Legis- 
lature, to be used as public highway by those who 
should place suitable cars thereon. No such use 
ean be made of the road when controlled by a 
foreign corporation. 

4th. The Charter of the FranklinCompany gave}. 
them no right whatever to bring their contemplat- 

‘ed road into connection with that of another 
Btate. 

Hence the Cleveland, P/ & A. R. R. Co. now: 
applying for an injunction against the City of Erie, 
in order to prevent them from removing the rails 
dee. in ‘appertaining to the railroad in ‘question, 
«must be considered as mere strangers here, having 
mo legal claim to the subject matter in contro- 
-versy ; not having satisfactorily shown that there: 


is any legal foundation for their alleged rights by | York. 


a|the City of Erie we trust that a far more thorough 


jcould be availed of to, great advantage for the 


ue virtue Of a contract with with the Franklin Canal Com: 
pany. 
In the case of the Erie and North-east R. R. vs. 


and more satisfactory examination of the merits 
of the question will be had. 


Taxable Value of Albany. 
The assessed value of Albany for 1853, is re- 
turned as follows : 


City Real....... oe sadee cove sees voee$916/807,666 
“ Personal.... eree ceee tee eB ee se 





$20,877,555 


Albany County Towns Real.......... 10,554,580 
me Personal . eee 1,578,562 

12,128,142 

Total County of Albany..... .... $83,005,697 


Total tax paid by the si of S saistie 


“Re 2 ahr agen dvevibace.coce Get ae 
Do. County towns............6. as 79,822 
DORM is ciniciad o tin wae d's cdienv esq es,! QBQD584 


P. J. Tournadre, 
Chief Engineer Vicksburg, Shreveport and Texas R.R., 
Vicksburg, Miss. 


To Locomotive Engine Buil- 


ders and Engineers. 

HE Proprietors offer for rent for a term of 
years, with immediate possession, the splendid 
property, known as the BELLEVILLE IRON 
WORKS, situated on the Mississippi, directly op- 
posite the City of New Orleans, and within 300 feet 
of-the River, with which it is connected by fine 
wharves and landings. 
The buildings are of brick, with slated roofs, 
and were erected in 1848 at a very heavy expense ; 
are of-a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, planing ma- 
chines—lathes—boring machines, blacksmith’s 
tools, &c., &c., to employ 100 mechanics, and 
could be put in ’ working order in a few days. The 
Buildings cover a lot 300 feet square and are 
amply large to receive the necessary machinery 
for the use of 800 to 1000 workmen. 

The terminus and depot of the New Orleans, 
Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 





manufacture of Locomotives and Railroad work, 
generally as well as Steam Engines, Sugar Mills, 
and other descriptions of Machinery. 

There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
| road Companies now organized in that city con- 
| template the construction of over 1000 miles of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for; parties desiring to 
contract to furnigh the Engines and. Machinery, — 
for those roads. Responsible contractors with 
their works on the spot would have an ad 
over Northern Workshops in contracting for the 
Work of the Railroads terminating in New Orleans. 

The Establishment and prospect of remunerat- 
ing work to be secured immediately are worthy 
the attention of manufacturers and Engineers 
generally. 

Applications from responsible. parties. will. be] — 
jpromptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
*lterms and arrangements. 

Letters may be addressed to. -- 

R. B. SUMNER, 
No. 61 Camp Street, 
New Orleans; ; 





and further information may be ‘had by ‘applying| arom 


to Messrs; Birstow & Pore, Pine Street, 


4,569,889) 
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Valuable 7" 
‘roads, Rallway Engineer- 
ing, Steam Engines, &c. 


LARDNER’S RAILWAY ECONOMY, 1 vol.$2 00 
THE STEAM ENGINE, STEAM NAVIGA- 
TION, ROADS AND RAILWAYS, Ex- 
plained and Illustrated by Dr. LARDNER, 
8th Edition, revised and improved....... 2 00 
TREDGOLD ON .THE STEAM ENGINE, 3 
vols.,; 4 to., 46 calf....... .50 00 
TREDGOLD' 8 RACTICAL "TREATISE ON 
RAILROADS AND CARRIAGES.. 1 60 
PORTWINE ON THE STEAM ENGINE... 60 
BURGOYNE’S ART OF BLASTING ROCKS, 
QU ABR LING, BO. ..6.00.00.00 ance cess cces 31 
TREATISE ON TUBULAR AND GIRDER 
BRIDGES.. 
BAKER’S LAND "AND "ENGINEERING 
PERVERTED, occ rete cot ates anes oes 
BAKER’S RAILWAY ENGINEERING AND 


EARTHWORK .. . 1 60 
PRIDEAUX ON ECONOMY OF FUEL.. ‘ 81 
SEWELL ON STEAM AND LOCOMOTION - 

i ne tee eae aan Ohah Bee O30 
HERBERTS ENGINEERS AND MECHAN- 

ICS ENCYCLOPEDIA, 2 Vols..... bowels 
GARRS RAILWAY LOCOMOTION AND 

STEAM NAVIGATION .... 1... cee. eee 1 76 
TRAUTWINE ON EXCAVATIONS "AND 

EMBANKMENTS..... .... .... 2.0. wees 1 00 


Imported and for sale by JOHN WILEY, 
167 Broadway, New York. 


N. York and KN. Haven R.R. 
NOTICE OF SUMMER ARRANGEMENTS, 


et Commencing Monday, May 9, 1853. Povey 


TRAINS FROM NEW YORK, TRAINS TO NEW YORK, 

7A. M.—Accemmodation to|5.80 A.M.—Special, from Port 
New Haven. Chester. 

8 A. M.—Express for Boston,|5.00 A.M.—Commutation from 
stopping at Stam- New Haven. 
ford and Bridge-\6.15 A.M.—Accommodation fm 








port, New Haven. 
9.10 A.M.—Special for Port|8.15 A.M.—Accommodatien fm 
Chester. New Haven. 
11.80 A.M.—Accommodation for|9.35 A.M.—Express from New 
New Haven. Haven, Stop, 
8°00 P.M.—Express for New Bridgeport, or- 
> stopping at walk and , oo 
ont Bridge Norwalk|107 P.M.—Boston . pndee 
port, stop) a 
4.00 P.M.—Accommodation for port Norwalk and 


New Haven. Bram 
5.00 P.M.—Express for Boston,|4.00 P. M.—Special, f from Port 
8 —e at N. Ha- Chester, 
4,00 P. M.—Accommodation fm 
6.35 P.M.—Commiutation for N. New Haven. 
Haven. 9.30 P.M.—Boston Express, 
6.30 P.M.—Special for Port stop at Bridge- 
Chester, port vn) apg and 
oe Ww. waivtuan, Jr., Sup’t. 
New Haven, May, 1853. 


Stuart, Serrell & Co., 
CIVIL ENGINEERS, 
22, 24, 26 & 27, 
157 Broadway, New York. 
EpwarpD W. SExRELL, 
Sauvet MoE.Roy. 








CaarLes 8. STUART, 
DanieL Marsa, 


New Works on Civil Engineering. 
Field Practice of laying out Circular Curves fer —_ 
roads.—By Joun ©. Travtwins, Civil Engineer—2ad 


tion in pocket-b 
A new and rapid method of Colsatating Re Sriie Cte of 
hy rye by the es ot Le) roel 





Excavations 
Joha — Pg ono oe Engineer—with 


sense 
sa on the Bacar 


WILLIAM HAMILTON, 
‘May 4, 1858, 


ESTABLISHED 1796. 


McAllister & Brother, 
PTICTIANS and ped sa Mathematical at 











New ieee 











P SEI eS 

















$5 1 000 00 LOAD COMPANY a 
4) Apa FIRST MORTGAGE BONDS FOR 


. Orrice or Winstow, Lanter & “met 
No. 52 Wall-st., Oct. 6, 1853. 


HE LITTLE MIAMI RAILROAD COMPANY 

offer for sale one million of their SIX PER 
CENT. BONDS, with coupons. Interest and prin- 
cipal payable in New York, the former half-yearly, 
lst of November and Ist of May. They are in 
sums of $1,000 each, payable the 1st day of May, 
1858. 

These Bonds are issued under the express au- 
thority of the Legislature of the State of Ohio; 
and are a part of the $1,500,000 Loan authorized 
to be issued by a vote of the stockholders, for the 
purp%se of raising means to make a double track ; 
the greatly increased and increasing business of 
the road makes this absolutely necessary. 

The Little Miami Railroad is eighty-four miles 
long, commencing at the City of Cincinnati and 
terminating at Springfield; is now in complete 
running order; has cost, including equipments, 
stations, station-houses, &c., up to this date 
$2,708,109 19. 

This Company hold stock in the Columbus and 
Xenia Railroad Company to the amount of $386 - 
000, which now commands a premium of 20 per 
cent. Also, in the Hillsborough Road the amount 
of $11,716. 


The receipts of the Road have been as follows: 


For the year ending Dec. 1, 1844. .... $18,623 36 
For the year ending Dec. 1, 1846..... 46,327 58 





For the year ending Dec. 1, 1846..... 116,052 02 
For the year ending Dec. 1, 1847. ....221,139 52 
For the year ending Dec. 1, 1848..... 280,085 78 
For the year ending Dec. 1, 1849. ....321,398 82 
For the year ending Dec. 1, 1850.... .405,597 24 
For the year ending Dec. 1, 1861.... .487;845 89 
For the year ending Dec. 1, 1852. ....526,746 36 
The receipts from Dec. 1, 1852, to Sept. 


1, 1858, 10 months were. .... .... ..544,625 59 
For the same period year before...... 411,797 06 





Increase in 10 months.. .... .... $132,823 53 


The position of this road, being the natural, 

shortest and most usually travelled route from 
Cincinnati and the vast country south and west of 
it, to the northern cities, must ever make it one of 
the most important and profitable lines in the 
country. 
An inspection of a map will show its connections 
to be many and. important. This road operates 
the Columbus and Xenia Road, and runs in con- 
nection with the Cleveland and Columbus Road ; 
in fact they are now run as one line greatly to the 
advantage of all. 

Regular annual 10 per cent. dividends have been 


declared since December, 1847, with an extra di-| - 


vidend of 5 per cent. in 1852. In 1852 two cash 
dividends of 5 per cent. were made. 
The present surplus and reserve 
fund amounts to.... .... see... $98,546 10 
The mortgage covers the entire 
line of road, vosting to date... 2,708,108 19 
To be expended on double track, 
&e. ... seve sees 1,500,000 00 


Value of security........ .... $4,208,109 19 
The security for the payment of these Bonds is 


-one of the most ample character, being a first and 


‘only mortgage or deed of trust (excepting one o 
$100,000 to the City of Cincinnati) on the Com- 


pany’s Road, Stations, Franchises, net income, é&c., 


to J. F. D. LANIER, Esq., of this city, in trust for| yo or 


-the bondholders, with ample power to take posses- 
sion of the Road, its real and personal estate, fran- 
chises, &c., and to sell the same to the highest 
bidder for cash, if default be made in payment of 
interest’ or principal. The mortgage is for $1,- 
500,000, and cannot be increased, 

The Stock owned by the Road in the Columbus 











of 
pany, excepting of $1,500,000. 

These Bonds are offered at private sale by the 
undersigned, Agents of the Company. 

Printed statements of the affairs of the Com- 
pany, and any turther information relative to the 
securities, will be given by 
WINSLOW, LANIER & CO., 

No. 52 Wall-st. 


Elmira Car Manufactory. — 








PEE Catenlgies © reepeeee oe ein tlk detent 

a —— Baggage, Ca rp aw — 

= W BE. RUTTER., 
Elmira, N. Y., June 1, 1853. 


The Hamilton Car Company, 


A™ prepared to Contract for the Manufacture 
to order Rail Road Cars of every description, 
such as Passenger, Baggage, Freight, Dumping 
and Hand Cars, &c. &c. 

Having amplefacilities for Manufacturing at the 
lowest rates, and being supplied with Eastern 
Mechanics in every department under the Superin- 
tendance of H. P. Lanckton, who has had charge 
of T. W. Wason’s well known establishment at 
Springfield Mass., for the last Six years, we can 
guaranty ours to be equal in style and quality to 
any manufactured. 

Car Manufacturers and Rail Road Companies 
Supplied with Car wheels from the most approved 
patterns at the lowest prices. Castings of all kinds 
for Cars, Rail Road Bridges, &c. made to order at 


short notice. 
Orders Respectfully Solicited. 
Address, HENRY SIZER, Agent, 
Cincinnati Ohio. 
Office 596 Fifth Street, Cincinnati, at Rail Road 
Depot Building. 


Railroad Car Works. 
= Kore P. Ss Pecenee, O ttle, Frei t Gravel and 
ompanies, Passenger, a 
Haad Cars, ais) Beagene Bartoen bad Prelght rashes. 
F. HUNGERFORD & CO. 
Maysville, Ky., Sept. 29, 1853. 


Haufty’s 


gimeers, Arehitects and Draftsmen’s 


En 
STATIONERY EMPORIUM. 















JA HATMAN’S Turkey Mill Drawing paper, Trac- 


Plan Profile, Protracters, 
Pine” Paber's, Jackson’s —y ether makers’ Pen- 
ells; Level, and Memorandum Books ot vari- 


Mouth Glue, Cross Section paper, Tria 
Brushes, Gum Bands, Maiden Gum, Red 
Inkstands ‘and Sand, Water Colors, 
Binders for letters, Portfolios, etc., together with a 
qneral assortment of Stationery and Books. 
all packed with care, and forwarded to any 

\t of the United States. 

JOSEPH HUFTY, 





and Xenia and Hillsborough Railways will much 
the] May 15, 1851. 


more than pay off the $100,000 prior lien te 


Successor to .H. L. 
139 Chestnut st., Philadelphia. 





__February 23, 1868. 


A. N. GRAY, Cleveland, 0O., 
eee FORWARDER of Railroad 
A 





Iron, Chairs and Spikes 
Iso, Cars, Lveomotives, and all kinds of Machi- 
nery for Railroad purposes. 
Office next der= to the Custom House, Main st, 
January 12, 1853. 


IXTY MILES DISTANCE SAVEDI—ONLY THIRTY-SIX 
S AND A HALF HOURS TO CHICAGO. : 


MICHIGAN SOUTHERN RAILROAD 





Great Western U. 8 Through Mail—FOR ago END 
See ee arty are 3 eh a and ail 
eo ee HOURS WITHOUT LANDING... i = 
line betweea Buffalo and Mc pant 


EMPIRE STATE. J. Commander, Baffale 
en GOUTHRRN ane 4 D. mt on 
NORTHERN INDIANA, LT. Puzarr, Commander, a 

One wae penny pS leave the al 
Southern Railroad Line Doct at Coueh, P.M. every day, 


JOHN F. PO: 
No, 193 Broadway, corner Dey-st., N. Y. 


MONTREAL & NEW YoRK 
AND 


Plattsburgh and Montreal 
RAILROADS. |. 





ag peters g j 
rains connet at ontreal with Steamers for Quebec, 
St. Lawrence and Atlantic Ralirosd for Mberbveke tan bane 


oe 

connect at Mooers Junction with Northem 

; on ae (Ogdens- 
a Niagara and Upper Canadia, and all ports on the 
Trains connect at Plattsburgh by Steamer to 

Rutland and Rurlington Railroad and coumecting lane kr Tron, 
Albany, New York and and all intermediate stations, 
Also with steamers for to the and Washing 


h. 
H. W. NBLSON, Superintendent, 


New York and Erie R. R. 


PASSENGER TRAINS 
leave Pier foot of Duane street, 
as follows, viz :— 





Mats, at 84 a'cn for Dunkisk and Buhle: con 
a.m, 
stations, by this train wil remsin over any 
station between and Corning, and . 
A at 12 Delaware interme. 
ete Lair /' ba Book 
x, at and. stations, 
Wowie tcunen, at Spm ie WO Cat eee 
Emigrant, at 6 p.m. for Dunkirk and all intermediate stations, 
Boe ape Te eet BOE Lak Se 
Railroad Ccnoat ey 





Has WROT, days, 


















b ,& ROCKFORD RAILROAD. | 
f to preliminaty Sarveys are now complete for 

‘the First Division, (about 120° miles) ‘from 
Warsaw, through Nauvoo, Oquawka, Keithsburgh, 
Rock Island and to Port Byron, including both 
Rapids of the Mississippi; and the ‘location pro- 


gressing. The character of the country is such, | W 


and the surveys so near to.any location. that. will 
be made, thatContractors can satisfy themselves 
of the value of the work as well now as hereafter. 
Proposals are asked at the Office of the Company 
in Warsaw, Hancock County, Lilinois, for the con- 
struction of the whole or part of the road, either 
by quantities or by. the mile. Contract will not be 
made before the 1st of January, 1854, and only so 
soon thereafter as advantageous offers can be 
made. The Company are willing to make 
general contract, for cash or for cash and securi- 
ties. 

The route of the road is generally in the valley 
and second bottoms of the Mississippi, and the 
work can be completed very rapidly. The road 
is important as one of the improvements of the 
navigation of the Rapids, and also from its several 
(two at least) connections with other railroads. 

WM. H. ROOSEVELT, 
: President. 
W. R. KINGSLEY, 
T. 8. O’Suttivan, Engineer. 
: Consulting Engineer. 
Warsaw, Nov. 17, 1863. 


Drawing. 

BLANDOWSKI, Topographical and Orna- 
B. mental Draughtsman and Designer. Maps 
accurately drawn, enlaiged or reduced from notes 
or. copies. Ornamental designs for decorations, fur- 
niture, fences and ornamental foundry work. Ar- 
chitectural designs. Drawings from nature care- 
fully prepared. 

Rererences. Messrs. Miller and Freund, Lig- 
neous Marble Works, corner of Franklin and 
Genter streets, New York. Also H. VY. Poor, Esq., 
Editor Railroad Journal, and Zerah Colburn, As- 
sistant do. 

Address, care of Railroad Journal, 9 Spruce 
street New York. 


CORROSIVE SUBLIMATE. 
HIS article now extensively used for the preserva- 
T tion of timber, is menuaannned and for sale by 
POWERS & WEIGHTMAN, manufacturing Chem- 
ists, Philadelphia. 
Jan. 20, 1849. 











’ To Railroad Companies, 
Machinists, Car Man- 
ufacturers, etc., etc. 


CHARLES T. GILBERT, 
NO. 80 BROAD ST., NEW YORK, 
‘TS prepared to contract for furnishing ‘at manufac- 
t 8 prices— 
Railroad iron, 
, Locomotive Engines, 
Passenger and F t Cars, 
Car Wheels and Axles, 
Pand all inquiries in relat 
are invited; an n relation to 
pet the above articied will receive immediate atten- 
n 





2 Krupp’s 
CELEBRATED CAST STEEL, 


‘Which obtained the Council = London Exhibition ip 
F 1 
Warranted unapproachable az to Quality and Size, 


LATERS and other of any dimensions 
not a es one inches diameter. 
Piston Rods Shafts for Steam not exceeding 3000 


Tha. in weight. : 
and other © 8 and 
| me pe sg ranks, Springs and Tyres, 
and other Rolling Mills 
Orders received by 
THOMAS PROSSER & SON, 
28 Platt strect, New York. 


* Bole for the United States. 
«iow 1008688, 


Ce baie a 


AMMBRICA 


tors. |... “To Contracto: 


rat the office of the Company in Racine. 








RACINE, JANESVILLE & =o SIPPI 
RAILROAD. © 

EALED PROPOSALS will be received by the 
Racine, Janesville and Mississippi railroad 
Company, at their office, in the city of Racine, 
isconsin, until noon of Monday, the 2d day of 
January next, for the grading, masonry and bridg- 
ing of their line of railroad; from near the village 
of Burlington, on Fox river, in Racine county, to 
the village of Beloit, on Rock River, in the county 
of Rock, a distance of forty-two miles. The work 
is divided into sections, from one to one and a half 
miles in length. Pr will be received for 
one or more sections or for the whole work. Pro- 
files and specifications can ‘be examined by par- 
ties wishing to contract on and after the 20th inst. 











This part of the line passes through the richest, 
most populous and healthiest part of Wisconsin, 
where provisions and other supplies can be ob- 
tained in ab , and at low rates. 

Any further information in reference to the 
work, may be obtained on application to Leverett 
H. Clark, Chief Engineer, or of the undersigned. 

By order of the Board of Directors, 
HENRY 8. DURAND, President. 

Communications by mail can be addressed as 
above. 

Racine, Wis., Dec. 24, 1853. 


To Railroad Companies. 
- COLLINS’ PATENT 
VENTILATORS, 


FOR 
Ventilating all kinds of 
Pusiic aND Private BuILpDINGs 
Railroad Cars, Depots, etc. 


HE Subscribers would invite the at- 
tention of the public to the above 
celebrated Patent Ventilator. This Ven- 
tilator is the best one now known of, for 
giving’a pure air in rooms, and ejecting all foul air, It bas been 
adopted by all the principal Railroad Companies and Car Fac- 
tories, and is extensively used for private dwellings, and for the 
cure of smoky Chimneys cannot be excelled. Manufactured and 


for sale by 
BAKER & WILLIAMS, 
No, 406 Market st., Girard Row, 
. Sole Agents for Pennsylvvnia. 


CERTIFICATES. 
Engineer tment P.R.R., Altoona, Feb. 8, 1858. 

This is to eur her Messrs, Baker & WILLI4ms, of 406 
Market st., ee have furnished a large number of Col- 
lins’ Patent Galvanized Ventilators for the P. R.R. Co., and 
that they have given every satisfaction, acting fully as represent- 
ed. I consider them as a necessary appendage to an Engine 
House. We have them in use thirteen inches, and two feet diam- 
ater, acting equally well. So well satisfied am I of their useful- 
‘ess, that the Engine Houses we are about building will be sup- 

ied with them at every point where a draft is necessary to free 

building of smoke, STBIOKLAND KNEASS. 
Principal Assistant Engineer P.R,R, Co. 
Engineer t. P. R.R. Co., Pitisburgh, May 12, 1853, 
Messrs. Baker & WILLIAMS, 

Dear Sirs—The 23 Collins’ Patent Ventilators furnished by you 
for the House at this place, have been in use several 
months their merits have been tested and have given 
most perfect satisfaction ; being constructed on true principles 
of Ventilation, and the workmanship is of a substantial and supe- 
rior character. Yours “ LIVER, W. BARNES 

am4o Principat Assistant Engineer P. R.R. Co 
India-Rubber Railroad Car 
Springs, etc. 
HE UNITED STATES OA 


pleted 
nishing to Railroad Companies, and Car Builders, RUBBER 
SPRINGS of the best quality, on the most favorable terms. 
Also, apg phe wed indy oe — ae, for 
Railroads, but r purposes, of any or kness 
required, ’ Office No, 25 Olitf street, 
Aug. 10, 1853. 38m 


New York, 
Railroad Iron. 
9 000 TONS FIRST CLASS WELSH RAILWAY 
by the 

















IRON, to be made to any ordinary T pattern 
buyers, and for shipment from Newport, Wales, 
in —, January, and oon - a ginal _—_ 
signed, for many years connee onse 
JOHN H. AUSTIN & 0@., 


N RAILROAD JOURNAL. 


—_—-- — ee ee ee 
| ' 

















OF MICHIGAN SOUTHERN AND 
INDIANA RAILROAD CoM. 
PANY, No. 18 William-st—New Yorr, Dec. 15 
1858—DIVIDEND—A dividend of 10 per cent. on 
the capital stock of these Companies has this day 
been declared out of the profits of the last six 
months, payable at the office of the Companies, 
on and after the 8d January next. The earnings 
having been appropriated to the construction of 
the new lines of Road in Indiana and Michigan, 
the dividend is made payable in “Construction 
Stock,” bearing 8 per cent. interest until the com- 
pletion of the work. All fractional parts of shares 
will be paid in cash. Holders of “Construction 
Stock” are notified that interest thereon to first 
January, at the rate of 8 per cent. per annum, 
will be paid in cash at this office on and after the 
8d Jannary next. 

The Transfer Books will be clos d from the 22d 
inst. to the 8d January. 

By order of the Board of Directors, 
EDWIN C. LITCHFIELD, Treasurer. 


Small Rails. 


ee SUBSORIBERS manufacture and keep constantly for 
sale, ht Rails of the most approved patterns, weighing 
22, 25, 28, 40 and 50 lbs per yard, suitable for Colliers, Miners, 
Quarrymen and Contractors, or for turn outs, depot and branch 
tracks. CHARLES E. SMITH & Co. 
1744 Fairmount Iron oon. 
CHAS. E. SMITH. HENRY MORRIS, 
THOS. T. TASKER, WISTAR MORRIS. 








Railroad Iron Via Quebec. 


JOHN ANDERSON & Co., 


COMMISSION MERCHANTS, 
SHIPPING AGENTS AND BROKERS, 


QUEBEC, 


peeps. attention given to the Transhipment of Iron 
in Transitu for the AVestern Lake Ports, likewise to the 
Shipment of Rails in Grea. Britain, 

Quebec. Dec, 2, 1858. 


Railroad Iron. 
WO THOUSAND TONS Erie Pattern, 58 Ibs. to the yard, 
already shipped, and expected here soon—for sale by 
38tr JOHN H. HICKS, 90 Beaver st. 


1 300 Tons Yorkshire T rail, weighing 56 
Ibs. to the yard, and of a superior 


quality daily due and for sale by, 
NAYLOR & CO. 


Oxford Furnace, N. J. 
ESTABLISHED A. D. 1743. 

bg Subscriber manufactures and keeps constant- 

ly on hand for sale, every variety and size of Rail- 
road Wheels made from the celebrated @xford Iron. 
All orders addressed to CHAS. SCRANTON, Ox. 
ford Furnace P. O., will be attended te promptly. 

Sept. 11, 1852. ly* 


Machinists’ Tools. 


A SUPERIOR CLASS, 
per particularly for Railroad work, manufactured 
by L. B. TING & CO., (late poems Y Tine & Co.,) 


, 1868 WELL, 
Henry I. Ibbotson, 
MANUFACTURER OF 


FILES AND SAWS, 


Warranted of superior quality. 
Office and Warehouse, 218 Pearl st., New York. 























Book and Job Printing. 


The undersigned have added to the PRINTING 


-| ESTABLISHMENT of the " RAILROAD JOURNAL,” 


an extensive OFFICE for BOOK AND JOB 
PRINTING, which they are now prepared to 
execute in the nest manner, and with pisPaTcu. 
They respectfully solicit from RAILROAD COM- 
PANIES, orders for the Printina of Exhibits 
Time-tables, Circulars, Tickets, g-c., gc. , 





trade, 
“ir 2 Ingram Court, Fenchurch street London, 


New York April 9, 1868. 








Dat Ce fee ae Dies a 2 Se lCO Ck 


